EM Fads? 


i 


s 


Stee. 





bAYTL “N {JBRARY 








IESEL-ELECTRIC switching locomotives have 
proved their reliability and operating econ- 
omy. In hours worked, cars handled per hour, 
and reduced number of units required, they have 
demonstrated their outstanding efficiency. The 
D. L. & W. Railroad is now operating two of our 
latest type Diesel-electric switching locomotives. 
Each of these locomotives is powered with an 
eight-cylinder, two-cycle, 600 h. p. Winton-Diese! 
engine, developed in collaboration with the 
Research Division of General Motors. These 
locomotives lend themselves especially to 
switching service due to their low fuel 
consumption and freedom from mainte- 
nance expense. Designed to insure effi- 
ciency and utility, maximum visibility for 
operator, and elimination of all unessential 
automatic devices. Our answer to the rail- 
roads’ demand for economical equipment. 


: i ie ~ »eey he Electro-Motive Corporation 
Ey ee Sma CLEVELAND, OHIO 








LACKAWANNA 


om 


0. 
rk 





RAILWAY AGE March 30, 1935 


for 


4-COIL GROUPS 


for 


DOUBLE TRUSS TRUCKS 


NIVERSAL Spring Plates insure the continued serviceability of coil- 
spring groups. They are adaptable to all standard A. R. A. springs 
or any combination of the various friction or shock-absorbing springs. 


For double truss trucks—the illustrated Universal Plate is interchangeable 
with the several spring groupings on 40, 50 and 70 ton capacity trucks. 


For Four-Coil groups, the illustrated Universal Plate will accommodate the 
different A. R. A. standard four-coil groups now designated as Class A, 
B, C and D and are for 30, 35, 40 and 50 ton cars. Truly the Universal 


Spring Plate and a big economy in every respect. 
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Stretching bolts mean loos- 
ened parts and an engine 
that is fast approaching the 
back shop. 

Hence the utmost impor- 
tance of engine bolt steel 
that refuses to stretch yet is 


tough enough to withstand 

















shock and vibration. Pee) eee 

Years ago, metallurgists of Republic Steel Corporation began 
their research for a steel that would withstand repeated shocks; 
possess higher tensile strength and that would resist fatigue better 
than the old steels but still retain the uniformity of composition 
that makes steel desired. 

From years of patient development in the country’s largest 
metallurgical laboratories has come Agathon Engine Bolt Steel — 
a steel that possesses the desired fatigue resistance, ease of machin- 
ing and ductility. 

So well does this steel supply the demands for a better engine 


bolt material that many large railroads have standardized on it. 
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What Does the Public 
Want from the Railroads? 


Judging by the way in which customers are being 
attracted by the services of the Union Pacific and Bur- 
I'ngton streamlined unit trains and the North Western’s 
“400,” speed with modern comfort is the chief demand 
the traveling public makes of the railways today. These 
qualities, combined with car and locomotive design 
calculated to catch the popular attention, the railroads 
have developed to the utmost of their ability during 
the past year—as is attested not only by the new trains 
already in service, but by the even greater number 
still under construction. 





Lower Fares and C. and D. Service 


The increase in travel which has followed reduc- 
tions in rates—either through lower basic fares or by 
liberal excursion advantages—shows that this develop- 
ment also is one which meets a public demand. In 
freight service, the growing popularity of collection and 
delivery and overnight freight service between distant 
cities shows that speed and all-inclusive rates are 
among the things that shippers desire. Shippers also 
would like to have many other things at the hands of 
the railroads, among them lower transportation costs 
and better equipment, with consequent easing up of 
packaging requirements and a reduction in loss and 
damage claims. 

The railroads would like to give the public the 
things it wants in much ampler measure than they are 
now doing—particularly those things which have dem- 
onstrated their ability to increase patronage. But the 
difficulty is that all these things cost money, or require 
credit. How raise the money or establish the credit 
to finance the expenditures which will improve rail- 
road service? How far is it safe to go in reducing 
rates on a gamble that sufficient additional patronage 
will be attracted not to involve a financial loss? These 
questions, in the face of rising wage and material costs 
and demands by union labor which would greatly in- 
crease railway operating expenses, constitute the dilem- 
ma of railway managements today. 


483 


And the answer to these questions does not lie with 
the railway managements alone. It lies largely 
the public itself. The number of streamlined trains the 
railroads can buy, the modern locomotives they can 
order to reduce their operating expenses and 
service, the new car equipment they can purchase to 
meet the needs of passengers and shippers, 
on the credit they can command. Railway credit 
present time is at low ebb because railway earnings 
are so low, and because of the snail-like progress which 
legislation designed to correct the chaotic cot 
conditions in transportation is making in Congress. The 
individual or the community seeking an improvement 
in railway service can get what they want if they will 
support the legislation now before Congress to bring 


with 


lmprove 
depends 


at the 


st 


npetitive 


highway and waterway transportation under the regu- 
lation of the Interstate Commerce Commission ; and, at 
the same time, urge the defeat of “make work” legis- 
lation designed enormously to increase railway operat- 
ing expenses. 
Legislation Necessary to Modernization 

The passage of the regulatory measures—and the 


defeat of those designed to reduce train length and 





efficiency until all railroads are in the “jerk water” 
class—would have an instantaneously favorable effect, 
not only upon the railways’ credit, but on the manage- 


ments’ willingness to spend. Collateral securities now 


on deposit with banks and the Reconstruction Finance 


Corporation would rise in value, giving the roads 
greater borrowing power. And the renewed confidence 
in the future which would be engendered in railway 
managements by a demonstration by Congress of its 
ability, finally, to deal honestly and realistically with 
transportation, would lead them to utilize their im- 
proved credit to provide the kind of betterments their 
customers show they desire. 

Transportation is this country’s most serious eco- 


nomic problem. Colonel Willard T. Chevalier, of the 


National Highway Users Conference, in a recent ad- 
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dress before the American Automobile Association 
estimated the annual expenditure for motor transporta- 
tion in excess of 10 billions. Add to this the 3 billions 
being expended under present depressed business con- 
ditions for railroad transportation, with other hundreds 
of millions upon waterways and water transportation 
and we reach a total figure of colossal proportions, 
when it is compared with national income produced, 
which declined from 83 billions in 1929 to 39 billions 
in 1932. With competition in transportation admittedly 
wasteful and chaotic and with the American people 
plainly spending a much larger proportion of the 
national income for transportation than they can possi- 
bly afford, and still have enough left over to meet 
other wants—is it not about time that the transporta- 
tion industry and the government began to take steps 
to end some of the waste? 

The government shows commendable ingenuity and 
resourcefulness in tracking down and_ punishing 
racketeers, whose activities have cost the people mil- 
lions. It shows equal zeal—if not quite the same 
wisdom—in ending the opportunities wealthy manipu- 
lators have found for stealing the people’s savings. 
But the waste of billions in needless duplication of 
transportation facilities and in cut-throat competition 
among the various transportation agencies has so far 
left it cold. 


No Depression Cure Which Omits Transport 


How much longer will the depression have to endure, 
before the government and the people will realize that 
it cannot be ended until a beginning is made in clear- 
ing up the transportation mess? The social security pro- 
posals, the holding company bill and similar measures 
may soften the effects of the next depression, but 
they cannot give an iota of help to our present economic 
situation. By contrast, the passage of transportation 
regulatory measures now before Congress—and the 
defeat of the excess crew, short train and other bills 
calculated to increase wasteful expenditures for trans- 
portation—would probably do more than anything to 
pull us out of the economic slough in which we are 
mired; and such action would soften the effects of the 
next depression as well. 

There exists no valid disagreement about the bills 
for equalization of transportation regulation. The pre- 
ponderant majority among all the agencies of trans- 
portation agree on the principle, but some seem to 
prefer bills drawn to serve their own selfish interests. 
Such a position is, of course, untenable. To regulate 
each form of transportation in its own selfish interest 
is manifestly impossible. To concede the selfish interest 
of one agency is equivalent to a denial of justice to 
its competitors. 
must dominate. 


In such a situation the public interest 
It was to that end that the office of 
Federal Co-ordinator of Transportation was created 
and given as one of its duties the drafting of bills 
designed to preserve the public interest by curtailing the 
anti-social economic warfare now playing havoc with 


the transportation industry. No one can question 
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either the ability, the thoroughness, or the social point 
of view which Co-ordinator Eastman brought to this 
task. What then is wrong with his bills which deal 
with transportation regulation? We suggest that the 
public weigh not only the opinions, but also the motives, 
of all those who are opposing this legislation. 


Poverty the Price of Refusal to Co-operate 


The fundamental trouble with the transportation 
industry is that world-wide phenomenon—the general 
urge to get a larger share in the prevailing poverty, 
rather than the willingness to co-operate to end it. This 
urge prevents one nation from making anything in the 
way of sacrifice of its own immediate interest to pro- 
mote international comity and greater reciprocal trade. 
The same urge lines up agriculture against industry. 
Leaders of each bemoan and denounce the concessions 
made to the other, while remaining perfectly com- 
placent with the protection they themselves enjoy. 
Individual business men (not all of them fortunately !) 
form their opinions on proposed legislation, not from 
its probable effect upon the national economy, but from 
its immediate effect on the earnings of their own busi- 
nesses. Labor union executives proceed resolutely 
toward killing the railroad goose which lays the hand- 
somest golden egg ever laid for any body of wage- 
earners. 

Civilization did not develop out of such blind refusal 
to make any concession to co-operation; and it cannot 
survive the death of the give and take principle. The 
take principle alone is ruling today, and in the trans- 
portation industry it will continue its destructive work 
until the public—at last grown weary of such foolish 
persistence in a policy which begets nothing but general 
poverty—resolves to put an end to it. 


Congress Can Assure Immediate Upturn 


When it does so, and when Congress, as a conse- 
quence, at last makes a beginning on the problem by 
equalizing competitive and labor conditions in trans- 
portation, the likelihood is that the greatest industrial 
renaissance on record will develop. Conditions are 
ripe—excepting only the wherewithal—for a revolution 
in railroad service in the direction which the public so 
clearly desires. Faster trains, lower fares, wider col- 
lection and delivery services, simplified tariffs, better 
equipment—all will come, and rapidly, with the re- 
vival in credit which would certainly follow even a 
beginning in eliminating competitive waste in trans- 
portation. And it is the elimination of waste—not the 
diversion of traffic to the railways which can be handled 
more economically by highway, or vice versa—which 
must be the goal. No agency of transportation legiti- 
mately and economically serving the public need fear 
anything from the elimination of waste which would 
follow reasonable equality of. regulation. Indeed, ii 
the elimination is thoroughgoing, the result should be 
the enrichment of everyone connected with transporta- 
tion, including users as well as producers. 








































The Pennsylvania’s Modern Station at Newark, N. J., Which Co-ordinates Railway, Rapid Transit, Trolley and Bus Services 


Pennsylvania Opens New Passenger 
Station at Newark, N. J. 


Completes first stage of extensive im- 
provements at this point, which also in- 
volve many track and signal changes 
and a three-track vertical lift bridge* 


general improvements at Philadelphia, Baltimore, 

and other important points on its heavy-traffic line 
between New York and Washington, D. C., the Penn- 
sylvania, on March 24, completed and placed in service 
the first stage of an extensive passenger station project 
at Newark, N. J., a city of 450,000 population at the 
western gateway to the metropolitan area of New York. 
This project, which was started in 1929, not only in- 
cludes a modern passenger station, but also provides for 
close co-ordination with trolley, bus, taxicab and private 
vehicular traffic to and from a wide contiguous territory, 
and effective and convenient transfer of Pennsylvania 
traffic to and from lower Manhattan. 

_ The Newark project includes a new passenger sta- 
tion, with eight tracks and six platforms: the construc- 
tion of approximately 1400 ft. of steel and concrete via- 
duct carrying six to eight tracks; three vertical lift 
bridges over the Passaic river, one carrying three tracks, 
a second carrying two tracks, and the third a single 
track; the complete resignaling of the new station area, 


C eeneral | following extensive passenger station and 





P “A description of the lift bridge, which has a number of unusual 
eatures, will be published in an early issue. 
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Looking West Over the Station Improvements, Showing the 
Completed, on Right, and Old Tracks, to be Ren 





Section Through the 
Station | Headhouse 
and Main Concourse, 
Looking West—Work 
Shown to the Right 
of the Binding is 
Completed, While 
That Shown to the 
Left is Still to be 
Completed 


Raymond Plaza East 


involving a new interlocking tower with a 155-lever ma- 
chine; and such other related changes and improvements 
as the construction of a large express building and the 
relocation and enlargement of local freight facilities. In 
conjunction with these improvements by the railroad, 
the city is widening or otherwise opening up street areas 
leading to and extending about the new station area, and 
is carrying its new trolley subway to a terminal directly 
beneath the station. 

In the first stage of the work, which was confined in 
scope because of the location of the existing tracks and 
an old river bridge, the major facilities completed and 
put in service include the station headhouse with three 
elevated tracks and two platforms, and an adequate 
length of train concourse to serve the three tracks; the 
three-track lift span bridge, the new express facilities, 
and as much of the signaling and interlocking work as 
the present new track facilities require. All of these 
facilities, with the exception of the bridge, are described 








king East Through the Spacious and Attractive Waiting Room, 
Showing the General Style of Architecture and Interior Treatment 
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in this article. The bridge will be described in a subse- 


quent article. The remaining work to round out the 
complete project at Newark must of necessity await dis- 
position of the old facilities, which, because of their ex- 
tent, presents a sizeable project in itself, 


Operating Conditions To Be Improved 


The Pennsylvania passes through Newark in a gen- 
eral east and west direction, and in the old arrangement 
had four tracks, except directly through the station area, 
where there were only three tracks. All of these tracks 
were elevated on an embankment retained by heavy stone 
masonry walls, and were carried across streets on half- 
through girder bridges. The station itself, a two-story 
brick structure with two elevated platforms serving only 
the outside tracks, was located on an irregular plot of 
ground on the north side of the right-of-way, with front- 
age on Market street, one of the important streets of the 
city. Approximately 1300 ft. east of the station, the 
tracks crossed the Passaic river on a two-track swing 
bridge and then continued to a four-track layout at Man- 
hattan Transfer, about a mile east of the river. 

Manhattan Transfer is the point of divergence of the 
road’s service to its main station in mid-town New York 
and to its station at Jersey City, N. J., and also the main 
point of interchange to and from the road’s rapid tran- 
sit connection direct to lower Manhattan via the Hud- 
son & Manhattan Railroad. Ever since the Pennsylva- 
nia’s entrance to mid-town New York, practically all 
passengers to and from down-town New York via the 
Hudson & Manhattan have changed trains at Manhattan 
Transfer, which was exclusively a transfer point in open 
meadow country, orig*nating no traffic. Beyond this 
point, the rapid transit trains from lower New York 
continued to Park Place station in Newark, a rapid 
transit terminal located approximately six city blocks 
from the Pennsylvania’s Market Street station. 

Until the electrification of the Pennsylvania’s service 
from New York to Philadelphia was completed in Jan- 
uary, 1933, Manhattan Transfer served also as the point 
of change between steam and electric operation, which 
necessitated train stops at this point. With through 
electric operation, this condition no longer exists and 
gave rise to a plan to extend the rapid transit lines di- 
rectly into the Market Street station at Newark, and 
there effect all transfer of passengers, thereby elimi- 
nating the necessity for the extra train stop at Manhat- 
tan Transfer. This plan was incorporated in the gen- 
eral Newark improvement project, so that when that 
project is finally completed, Manhattan Transfer can be 
eliminated, with increased efficiency in service and 
greater convenience to the traveling public. This phase 
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of the improvements at Newark, which will involve two 
rapid transit tracks at the new station, is still to be com- 
pleted, along with a plan to extend the rapid transit 
tracks approximately 114 miles west of the station on an 
elevated structure, parallel with and directly north of the 
existing Pennsylvania main tracks, to a new local sta- 
tion or terminal at South street. 


Station Is Attractive and Well Located 


In the improvements at Newark, the right-of-way, as 
narrow as 56 ft. for a considerable distance east of the 
old station, has been widened generally to the north 
through the city, and, through the new station area, has 
been widened to both the north and the south, to a max- 
imum width of approximately 240 ft. As a fesult, with 
only the necessity for cutting off a section from the rear 
of the old station, adequate space was afforded for the 
construction of three of the new station tracks and pas- 
senger platforms, while maintaining in service most of 
the old station and its platforms, and the three existing 
tracks. It also permitted the construction of the new 
three-track lift span bridge immediately north of the old 
swing bridge, so that when the first stage of the improve- 
ments was put in service, the railroad had, except as re- 
gards the number of tracks directly at the station, greatly 
enlarged facilities over the old arrangement. 

The new station building, with taxicab space at one 
end and bus space and a subway trolley terminal at the 
other, is located on the north side of the widened right- 
of-way, in the two blocks immediately east of the old sta- 
tion. It fronts directly on Raymond Plaza West, a thor- 
oughfare 125 ft. in width, which connects with Market 
street at one end and with Raymond boulevard, a new 
wide through thoroughfare, at the other end. In this lo- 
cation, the new station is much more readily accessible 
to vehicular and pedestrian traffic than the old station. 

The station, which is a steel and masonry structure 
faced with gray Indiana limestorie above a pink granite 
base course, reflects the Classical style of architecture 
and is modern in both appearance and arrangement of 
facilities. It is 302 ft. long by 79 ft. deep, and rises to 
a height of 51 ft. above the surrounding street level. 
The front facade presents a rhythmical procession of 
square pilasters between a series of high window panels, 
interrupted only by two large archways of pink granite, 
which ornament wide entrances at about the third points 
in its length. 

_ The frieze of the cornice surmounting the main facade 
is embellished only by a series of carved limestone pan- 
els, except directly over the entrance arches where, in 
each case, the otherwise plain skyline is broken by a pro- 
Jecting decorative motif inset with a large illuminated 







































































Raymond Plaza West 


clock in one case and a zodiac in the other. A feature 
of the exterior is the consistent use of satin-finished 
aluminum for window frames and mullions, and as a 
weather-resisting ornamental covering of the broad mar- 
quees which afford protection at the entrances. 

Beyond each end of the station building proper, the 
elevated track and platform structure, which is of struc- 
tural steel with a concrete deck, is hidden from view 
above the deck level by a curtain wall enclosure faced 
with buff colored brick in attractive patterns above and 
below long horizontal window panels. These walls, 
which extend 330 ft. east of the station and 575 ft. west 
of it, are integral with graceful brick-faced arches over 
the portals to new half-through bridges over \larket 


street and Raymond boulevard. As a decorative feature 


of these walls, limestone has been used in the coping and 
as trim about the windows; colorful terra cotta plaques 
have been inserted between adjacent window panels: and 


the whole is capped by a decorative aluminum cresting. 
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Looking East Over the Two Station Platforms Completed 


Attractive Steel-Frame, Glass and Cement Tile-Covered ‘ to be 
Provided Generally 
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The street arches are ornamented and set out by granite 
pylons on each side, surmounted by large carved eagles. 


Interior Is Well Laid Out 


The two entrances to the station from Raymond Plaza 
West were provided for in keeping with one of the basic 
functions of the new station, which is evidenced so 
clearly throughout the interior arrangement—that of pro- 
viding for the handling of both the railroad’s patrons and 
the passengers of the rapid transit service to and from 
Jersey City and downtown New York, with the least 
possible interference between them. Thus, in general, 
the west half of the station is designed for use by the 
railroad’s patrons, while the east half will be used largely 
by patrons of the rapid transit service, although the two 
halves of the station are in intimate contact with each 
other and all of the more important public facilities, in- 
cluding the waiting room, ticket windows, lavatories, 
etc., are common to both. 

The main waiting room, 175 ft. long by 58 ft. deep, 
with a vaulted ceiling 46 ft. high, lies directly along the 
front of the station, centered about the more westerly 
main entrance. Directly across the waiting room on the 
axis of this entrance, a train concourse, 45 ft. wide, ex- 
tends beneath the elevated tracks and gives access to and 
from the track platforms by means of stairways and esca- 
lators. At present, this concourse, known as the main 
concourse, serves only the two platforms which have 
been completed, but eventually, with the completion of 
the five additional tracks at the station, it will be con- 
tinued beneath all of these tracks, a total distance of ap- 
proximately 255 ft., to a street-level entrance and exit 
lobby on Raymond Plaza East, a new wide thorough- 
fare opened by the city on the east side of the railroad 
property. 

The rapid transit portion of the station, when com- 
pleted, will lie directly back of the easterly main en- 
trance, and will consist essentially of a lobby, approxi- 
mately 83 ft. by 39 ft., and a ground-floor-level train 
concourse, 30 ft. wide, which will extend beneath the 
tracks and afford stair and escalator access to and from 
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the rapid transit platforms to be built later. Between 
this concourse and the main concourse, there will be two 
cross corridors, from 12 to 20 ft. wide, which will be 
extended east of the rapid transit concourse to a bus 
space and a city trolley subway terminal, and west of the 
main concourse to a large taxicab and private car load- 
ing and unloading space. The ticket office is located on 
the south side of the waiting room, east of the main con- 
course, and has sellers’ windows both on the waiting 


- room side and on its opposite side, which faces on the 


more northerly cross corridor, where it can be reached 
readily by both through and rapid transit passengers. 

Thus, it is evident that while rapid transit and through 
passengers will have free access to the entire building, 
and can move freely to any of the facilities provided, the 
normal movements of the two classes of patrons will not 
conflict. This is particularly desirous because of the 
large rush-hour commuter traffic that will be handled by 
the rapid transit service, traffic which will move rapidly 
through the station to or from the pedestrian entrances 
or those leading to and from the bus and trolley facili- 
ties. 

At the present time, of course, with no rapid transit 
service into the station, the rapid transit areas of the 
station are incomplete, and a large part of the unfinished 
area is being used by facilities which will later be located 
beneath the south half of the track and platform struc- 
ture. Thus, for example, the rapid transit lobby and 
the corridors adjacent thereto are being used tempor- 
arily for baggage-handling facilities, which, eventually, 
will be located beneath the most southerly elevated tracks, 
facing directly on Raymond Plaza East. This final 
location of the baggage facilities will not only provide 
ready access for trucks, but will confine all trucking 
operations to one side of the station. 

The dining room and kitchen service facilities, not 
completed at the present time, will be located in the 
northeast corner of the station just east of the rapid tran- 
sit entrance, and the men’s and women’s lavatory facilities 
and a barber shop will be located between the extended 
concourses, with access from both. Temporarily, no 









Concourse 


N. Corridor i 












































Main 











at 


Raymond 








New Station, Showing the Relation Between the Through and Rapid Transit Services—Also That Part of 
Completed and That Still to Be Completed 











ng 


West 
‘ieetaaten = 
== 1 ake i ciara 
Future 
Restaurant ra 
IW \ 3 
x: % > 
+ -p\--6y YA = 
Tt sa 2 ) a 5 
R.T Lobby- — \\ 
porary Baggage ———=— \ \ All. work north | 
a a \ % of this lineis |, 
All work souin | 
a P *\"to be built r 
royssore| || \\ Aiea 
eer . . Le . & ” 
| Mekzanihe Abova _| A ieee. | 
j2 | 8 hy =. | a iit vs] 
a |e iil ji b 
TORT CTO 
or —— Pet | y rp 
iJ uu cs | = 
: | 
r | t | 3 
ae SE ee ee ant = 





oer 
-] 


4; Land 
| 
a 
| 
a 
| 
| 
| 
! 
| 
am.) 


Landing © a 


[+] 
\ b Landing 





i Bus Lane ! 
| Bus Lane 

| Bus Lane ! 
; Bus Lane | 


| ‘ 
it 
lan 
\Z andin 
| 
(pt 
\ 


Plaza East 








vy 


a. or Fi 


DN 


yt 
le 
Bs 


d 


LO 


Vol. 98, No. 13 


W) 
\ 


\- : Zo ‘ 
as Heating Plap V2 eee S ~ 
woe \ a B98 oh ae pa 
\ \ Ye a iS 1050-Fi, Platfo 








\ 
‘0° \ z 
Sh z 
Wed 




























RAILWAY AGE . 489 


i L / 
7 ~ / 4 
City ttle / - / of: 


! 
i 
i 

! 
U 


/ 
. Subway Terminal g All work north of this/ % 








Z { fe) line is completed, / Passaic River y, my 
‘ , All work south to / J # 
, 7 = = = be built later ! 
rx _1%_11_11 FS SaaS SSS 6 SES 5 ce 0 cee > Ge © ue 0 pe —\! AA / - 
: (Mott Piaronn _—— i M200! > 
— — = Ly (er Chama 
\\\ = Se Mew TS ; 
_——Pailroad N —Ave ienens: <a “2k Litg gi al ; 
BANG LR Of NY \z\ Old Market SEY 0G FSS i ————_ ge 
s | 2 Bridge a\ Slakon Aa Platform —____——__ *= — 2 
i on Cy se: % Raymond i SSS ee 
| ‘ Y f : \ pPleza Pa § ee > =a a" 
\ i = | h : “ 
E > \ \ \ oa \ s a a East BS j = La —~o 
— B \ Fak Ue’ | g| 2 ia, = i an =. 
E ruen St YX SS / £/ . *% Is Ras Ss: ' 5 
oa | \ ‘ \ Ye / \ 1S S & iS Dock" Siggal and Bridg¢ Control T 


General Station Layout at Newark As It Will Be When Completed—Work South of Heavy Dot and Dash Line Still to Be Undertaken 


restaurant or barber shop facilities are provided, and the 
men’s lavatory facilities are located directly off from the 
northerly cross corridor, opposite the rear of the ticket 
office, in space which will be used eventually as a parcel 
checking room. 

The trolley terminal that is being built at the east end 
of the station, and is practically complete except for a 
track loop at the south end, which cannot be constructed 
until the old tracks of the Pennsylvania are removed, 
provides five tracks and five platforms, all in direct 
contact through stairs, escalators and sub-level passages 
directly with the station. The bus space, which is lo- 
cated directly above the trolley terminal, will provide 
four bus lanes and five landings, which can be reached 
directly from the station via mezzanine passages extend- 
ing over the bus lanes. 


Interior of Station Is Pleasing 


The interior decoration and furnishings of the station 
are as attractive and practical as the exterior. In the 
large waiting room, the floor is of red terrazzo with in- 
laid patterns in black and yellow. Above a high wain- 
scoting of rose yellow Travertine, quarried in Montana, 
the walls, except across the front face, are of soft buff- 
color acoustic material in panel form. In the front 
face of the room, the pilasters separating the high win- 
dow panels are faced with Napoleon gray marble. The 
ceiling, which is vaulted and faced with acoustic material 
in a herringbone pattern, is painted a variegated blue 
with a series of wavy bands of gold leaf longitudinally 
through the center. 

To relieve the otherwise plain character of the large 
wall expanses in the waiting room, artistic touches of 
color and design have been applied. For example, a 
series of 13 large plaster plaques depicting the history 
of transportation adorn the walls; satin-finished alumi- 
num has been used widely for trim and is featured in 
the framing of the end entrances and in an ornate glazed 
vestibule inside the main entrance; and a large red panel 
ina marble framed arch surmounts the opening leading 
into the concourse. In addition, the settees, which are 
arranged in a series of eight rows crosswise of the room, 
and also along the front wall, are of walnut inlaid with 
aluminum trim and _ identification numbers, and the 
doors, which have wood cores, are finished with Formica 
of a deep red color and are provided with aluminum 
kick plates and a series of horizontal aluminum protec- 
tion bands. 

One of the most striking features of the room is the 
series of four main lighting fixtures suspended from 
the ceiling. These fixtures are spheres of opal glass, 
five feet in diameter, in white bronze frames, the most 
prominent part of which is a horizontal pierced band 
displaying the signs of the zodiac. These fixtures, which 


can be lowered to the floor for cleaning and lamp re- 
newals, contain three groups of lamps each, permitting 
three different intensities of illumination. 

Another feature of the room is a large sectional win- 
dow over the west entrance, which has been inset with 
thin sheets of oil-treated Alabama marble to break the 
intensity of the afternoon sun and yet permit some 
diffused illumination. This material, which is trans- 
lucent, presents a deep brilliant yellow in the sunlight, 
and shows in relief all of its attractive natural veining. 

The waiting room side of the ticket office, which has 
four sellers spaces and two information spaces, presents 
a marble counter, surmounted by aluminum grills at 
the service openings and low plate glass panels between 
them. On the opposite side of the ticket office, facing 
the north corridor between the concourses, the ticket 
counter, with three sales spaces, is laid out in an arc, 
and is entirely enclosed by glass in a bold frame of 
satin-finished aluminum. 

The main concourse and such of the cross corridors 
as are completed, have a ceiling height of 10 ft. and are 
finished with Napoleon gray marble on the side walls and 
an acoustic material on the ceilings. A special feature 
of the ceilings is their backing with a one-inch insulating 
blanket to deaden the noise of train movements above. 

Lighting throughout the low ceiling areas is by means 
of recessed ceiling lamps with flat light-diffusing glass 
lenses set flush with the ceiling. The lighting current 
is 125-216-volt, 3-phase, 4-wire, 62'4-cycle, supplied by 
motor generators of 400 kw. capacity, which, in turn, 
are fed through transformers from the company’s 11,000- 
volt, 25-cycle electric traction current supply lines. Three 
independent sources of supply are provided for, and, in 
addition, emergency lights are located about the building 
at strategic points, connected into a separate wiring 
system which taps the power lines used for signal 
operation. The power required for the operation of 
motors within the station, such as those driving the 
ventilating fans, pumps, escalators, etc., is secured di- 
rect from the railroad’s traction current supply, which 
is passed through step-down transformers located in a 
masonry-enclosed room in the basement of the building. 
Immediately adjacent to this room is located the switch- 
board which controls all of the power equipment. 

Special features provided at the station include a mas- 
ter clock system with 13 clocks; a hold-up or burglar 
alarm system; a fire alarm system, directly connected 
with the city fire alarm system; and a pneumatic tube 
system, which makes personal messenger service un- 
necessary in conducting routine business between the 
ticket office and the baggage room. 

The station is heated essentially by the direct method, 
through convection-type radiators with automatic tem- 
perature-regulating valves, which are housed within the 



















-osition-Light Signals at the East End of the Station Improvements, 
ooking West Toward the New River Bridge and the Station—All 
Tracks are Electrified 


back-to-back settees in the waiting room, and also in 
concealed recesses in the walls. This system is, however, 
supplemented by an extensive forced ventilation system 
which supplies a continuous flow of fresh filtered air 
throughout the. building, which can be warmed during 
the cold months of the year. Steam for heating pur- 
poses is supplied by a new heating plant constructed 
immediately west of the site of the old station, while the 
fans of the ventilating system are located on the track 
side of the station at different floor levels. In the lat- 
ter system, fresh air is taken from the third floor level 
on the east side of the building, and, after being filtered, 
washed, heated in cold weather, and humidified, is forced 
by fans to the various public and private areas of the 
station, 

In the waiting room, the conditioned air is ejected 
through groups of slots in the center of the ceiling, and 
is exhausted by a separate fan system through openings 
provided beneath certain of the settees. This exhaust 
system also extends to many of the smaller areas of the 
station, and, eventually, will include the dining room and 
kitchen, the lavatories, and the taxicab and bus loading 
and unloading areas. Altogether, there will be a total of 
10 ventilating and exhaust fans in the air-conditioning 
system. 


Details of Track Layout 
Only three tracks, immediately adjacent to the sta- 
tion, have been completed at present, but the ultimate 
plan calls for eight tracks, six of which will be used by 
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Pennsylvania trains and two by rapid transit trains. 
Across the station layout from the station side, these 
eight tracks will be as follows: A westbound station 
track; two westbound main or running tracks; an east- 
bound running track; a westbound rapid transit track; 
an eastbound rapid transit track; another eastbound run- 
ning track; and an eastbound station track. Certain of 
the running tracks will be signaled for two-way operation 
to facilitate train movements during peak traffic. 

All of the station tracks, with the exception of the 
westbound rapid transit track, will be located at ap- 
proximately the same level, and car-floor-height plat- 
forms will be provided to serve all tracks. A special 
feature of the track and platform layout is the fact that 
the westbound rapid transit track will be located ap- 
proximately 20 ft. above the level of the other tracks, 
and will extend longitudinally above a platform which 
will be continuous between one of the Pennsylvania east- 
bound mains and the eastbound rapid transit track han- 
dling trains to Jersey City and lower New York. With 
a similar platform on the opposite side of the easthound 
rapid transit track, this will enable eastbound Pennsyl- 
vania passengers, destined to lower New York, to trans- 
fer from through trains on either of the main eastbound 
tracks, to eastbound rapid transit trains, by movement 
directly across a platform. 

The high-level westbound rapid transit track will be 
served by a long car-floor-level platform on its north 
side, directly above a part of the platform beneath. This 
platform will be joined with the station proper by a 
wide enclosed passageway extending across the interven- 
ing tracks, with ramp connection to the westhound 
through platforms for the use of westbound rapid tran- 
sit passengers from New York, transferring to west- 
bound Pennsylvania trains. Westbound rapid transit 
passengers for Newark will use the high-level cross 
passage to the station, from which stairs and escalators 
will carry them to the ground floor level in the rapid 
transit portion of the station, in immediate connection 
with the main pedestrian exit on the Plaza, and exits to 
the trolley subway and bus space. Eastbound rapid 
transit passengers will use the ground floor rapid tran- 
sit concourse directly to the escalators and stairs which 
will be provided to the eastbound rapid transit platform 
at the general track level. Thus, it will be seen that, 
when completed, the new station will provide for com- 
plete co-ordination of rapid transit and Pennsylvania 
services, with minimum conflict between patrons mak- 
ing separate use of these two services. 

The three tracks in service at the present time, which 
provide trackage equivalent to that formerly at the sta- 
tion, will be used exclusively by Pennsylvania trains, the 
middle track serving for movements in either direction 
as the need may require. In conformity with the ulti- 
mate plan for all of the tracks throughout the station 
area, the tracks already constructed consist of 131-Ib. 
rail resting on short treated ties set directly in the con- 
crete deck of the steel viaduct structure. This construc- 
tion, with its ready adaptability to cleaning, insures a 
tidy track structure at all times. Hose boxes have heen 
provided at intervals of 100 ft. along the platforms to 
facilitate washing down the platform surfaces and _ the 
deck structure. 

The three tracks completed are served by the new per- 
manent-platform adjacent to the station building, and by 
one of the permanent wide island platforms. The for- 
mer platform, at its extreme west end, will also eventu- 
ally serve a Pullman car storage track, where originat- 
ing westbound Pullman cars will be made up and be 
held. Both platforms, which are more than 1,000 ft. 
ong, are typical of the remaining platforms to be built 
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in the later stages of the work. They are of reinforced 
concrete construction supported by the viaduct steelwork, 
and are covered by attractive glass and cement tile sheds 
supported on structural steelwork of pleasing design and 
painted light green. 

Both platforms have waiting rooms near or in direct 
connection with the approaches from the concourse ; one 
on the station-side platform being constructed of brick, 
and two on the island platform, constructed of cast and 
wrought aluminum with glazed doors and sidewall sash. 
The different waiting rooms, all of which are heated and 
furnished with settees, vary in size, but the largest, 
which is on the intermediate platform, is 153 ft. long by 
13 ft. wide. 


Many Signal Changes 


The signal and interlocking changes made in.connec- 
tion with the improvements at Newark extend over ap- 
proximately a mile, and include a new operating tower, 
a new 155-lever interlocking machine, and a large num- 
ber of signals and switch machines. At present, of 
course, the signal and interlocking facilities are devel- 
oped only to the extent of taking care of the new tracks 
put in service. 

The new interlocking tower, which is called “Dock” 
tower, is located immediately east of the Passaic river, 
approximately 1500 ft. east of the new passenger station. 
This tower, which also houses the new bridge control 
and power generating equipment, to be described in a 
subsequent issue, is a three-story brick structure with 
a basement, the first floor and basement being 123 ft. 
8 in. long by 25 ft. wide, and the second and third floors 
being 71 ft. 4 in. long by 25 ft. wide. The basement 
houses principally electrical cubicles, busses, circu't 
breakers and other such equipment, and also provides 
space for air compressors and for small work shops for 
the track and signal forces. The ground-level floor is 
the power generating floor, essentially for bridge opera- 
tion and station lighting; the second floor is occupied 
essentially by signal relays and associated equipment, 
while the third floor houses the interlocking machine 
and bridge control desk. 

The interlocking machine is of the electro-pneumatic 
type, and, at present, has 36 working levers. Of these 
17 govern 37 signals; 13 govern 21 switches; 3 govern 
smash boards; 1 is a check lever; 1 is a traffic lever: 
and 1 is called a bridge master lever. There are at 
present 99 spare levers on the frame and 20 spare spaces. 
A continuous, four-indication cab-signal system prevails 
throughout the territory, and all wayside signals are of 
the position-light type. In addition, approach locking 
and S.S. protection are provided. All switch machines 
are of the A-5 type, with C.P. valves; the air for 
operation being supplied by two 225 cu. ft. compressors, 
with automatic electric drive, located in the basement of 
the tower. 

Special features of the signal installation include a 
model board, which incorporates not only the usual track 
and signal indications, but also indications of the electric 
trolley sectionalizing set-ups; and the fact that all wiring 
of the interlocking machine has fireproof insulation. 
Another interesting feature is the interlocked arrange- 
ment between the signal equipment and the bridge oper- 
ating mechanism. In this, before the signals can be 
cleared, the movable span must be properly seated and 
locked, and all power to the bridge cut off. Similarly, 
before the span can be raised, the signals must be set 
at stop, the bridge smash boards put down, the span and 
rail locks withdrawn, and the master lever of the inter- 
locking machine put at normal. Furthermore, all track 
circuits must be unoccupied between the smash boards 
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each way from the bridge. All of these conditions are 
indicated electrically, so that the signal operator has di- 
rectly before him visual indication of the situation at all 
times. 

The new interlocking replaces an old interlocking, 
called CK interlocking, which, with a 35-lever electro- 
pneumatic machine, is located immediately west of the 
Passaic river, but which will be removed. In the old 
arrangement, all power and signal lines cross‘ng the river 
were carried in either submarine cables or cables direct- 
ly on the old draw bridge, with circuit breakers at the 
ends of the swing span. In the new arrangement, all 
circuits, including signal, traction and station lighting, 
are carried under the river in a tunnel of 6 ft. inside 
diameter and 600 ft. long, located approximately 50 
ft. north of the new river bridge. This tunnel, which is 
essentially a concrete pipe with a 12-in. wall, poured in 
place, was constructed under air pressure, employing 
steel liner plates for a shield. It has a cable chamber 
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New “Dock” Interlocking and Bridge Control To 
Power Transformer Station in the Foreground, a 
Bridge in the Background 


on each side, one for high tension lines and the other 
for low tension lines, and between them there is a 2%4-ft. 
passageway. At the ends, the tunnel is connected to the 
surface by concrete shafts, 10 ft. square and approxi- 
mately 50 ft. deep, with splicing chambers directly 
above. Forced ventilation is provided to clear the tun- 
nel of dead air when it is necessary for men to enter. 


Other Improvements 


In connection with the major improvements at New- 
ark, numerous auxiliary improvements were necessary 
or found advisable, the more important of these including 
the construction of the new steam plant for heating the 
station ; new express handling facilities to replace facili- 
ties which had to be removed to permit the new passenger 
station construction; and the provision of additional 
local freight handling facilities because of the necessity 
for removing certain freight handling facilities in the 
vicinity of the old station. 

The new heating plant, which is located approximately 
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600 ft. west of the station on the north side of the 
new station tracks, is a steel and brick structure approxi- 
mately 50 ft. square by 66 ft. high, and has a radial 
brick chimney 175 ft. high. It is equipped with two 
stoker-fired water-tube boilers of 300 hp. capacity, 
which deliver steam to the station at high pressure in 
two six-inch seamless steel pipe lines. Condensation 
from the heating system is pumped back to the heating 
plant in a four-inch wrought iron return line. Both 
the supply and return lines are carried to the station 
in a pipe tunnel beneath the one island platform which 
has been constructed. 

Coal is delivered to the plant over a ground-level 
track hopper on the north side, and from this is con- 
veyed to the stoker hoppers by means of a %4-yd. clam- 
shell bucket, which is hung from an overhead gantry 
but which is operated from the firing floor level. Cinders 
are conveyed to a large storage bin above the roof 
by means of a steam jet vacuum system, and from the 
storage bin are drawn off periodically over a chute to 
a car spotted on the coal delivery track. 

The express handling facilities of the Railway Ex- 
press Agency, formerly located on the site of the new 
passenger station, have been moved to a point about 
1% miles west of the station, on the north side of the 
main tracks, directly at the head of Broad street. The 
new facilities consist essentially of a one-story building 
587 ft. long by 66 ft. wide, which includes a brick- 
enclosed office section at the east end, 144 ft. long, and 
a shed section at the west end, 443 ft. long. The shed 
section, which has a steel frame, is equipped on both 
sides with rolling steel doors, and above the doors it is 
enclosed with corrugated asbestos-protected metal sid- 
ing and roofing. 

The north side of the shed is served by a wide drive- 
way, which extends beneath the shed roof a depth of 
26 ft., affording back-up space under shelter for the 
longest trucks. The platform within the shed, which 
is at tailboard height, is approximately 35 ft. wide. On 
the south side, this is extended out about 5 ft., under 
cover of the roof, to serve two express car tracks on 
this side. The new facilities provide space in the shed 
area for a battery charging generator room and a truck 
washing stand. 

The additional local freight facilities are located di- 
rectly south of the express building, on the south side 
of the main tracks, and form an extension of existing 
facilities at this point. The expansion provided here 
consisted mainly of extending 15 tracks, arranged for the 
most part in groups of two, approximately 500 ft. to 
the east, and providing concrete driveways between the 
different extended groups as extensions to existing 
stone block driveways. In addition, however, a new 
small yard office and an auto and stock unloading plat- 
form were provided. Future plans call for the further 
lengthening of the tracks and platforms a distance of 
250 ft., when requirements demand. 

The extensive improvements at Newark have been 
carried out under the direction of T. J. Skillman, chief 
engineer of the Pennsylvania, A. C. Watson, chief en- 
gineer of the New York zone, and L. P. Struble, en- 
gineer—Newark Improvements. The improvements, 
except for the station building, the superstructure of 
the river bridge, and the signaling and trackwork, were 
made under contract by J. Rich Steers, Inc., New York. 
The station building and platform enclosures were built 
by George A. Fuller Company, New York. The signal 
work has been installed under the direction of J. S. 
Gensheimer, engineer of telegraph and signals, New 
York zone; the electrical work in connection with the 
station was carried out under the direction of J. V. B. 
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Duer, electrical engineer, Pennsylvania system; and the 
trackwork was done under the direction of R. R. Nace, 
chief engineer maintenance of way, New York zone. 
The architects for the station were McKim, Mead & 
White, New York. 


Claim Payments Increase 


REIGHT loss and damage paid by Class I carriers 
| during 1934 showed an increase of $1,548,591, or 
10 per cent over 1933, the totals for the two years 
being $17,034,031 and $15,485,440, respectively. Car- 
load loss and, damage amounted to $13,304,149, in 1934 
and $12,448,808 in 1933, an increase of 6.9 per cent. 
L.c.l. loss and damage amounted to $3,729,882 in 1934 
and $3,036,632 in 1933, an increase of 22.8 per cent. 
Of the 16 causes for loss and damage, only 5 showed 
decreases in 1934, these being delay, 1.6 per cent; freez- 
ing or heater failure, 11.3 per cent; robbery other than 
entire package, 1.9 per cent; improper refrigeration or 
ventilation, 1.5 per cent; and fire or marine loss or 
damage, 24.6 per cent. Of the $1,548,591 increase, a 
total of $1,428,813 was caused by increases of 13.2 
per cent in unlocated damage, 38.3 per cent in concealed 
damage, 16 per cent in defective equipment, and 34.2 
per cent in loss of entire package. The claims paid, 
according to causes, are as follows: 














Per 
1934 1933 Increase cent 
Unlocated damage ............ $6,127,267 $5,414,759 $712,508 13.2 
Concealed damage ....,....... 1,567,196 1,133,493 433,703 38.3 
Loss entire package............ 582,401 434,057 148,344 34.2 
Defective equipment .......... 974,466 840,209 134,257 16.0 
ERR ORE ea rerree 725,315 644,798 80,517 12.5 
Robbery entire package........ 562,155 516,034 46,121 8.9 
en eee 3,433,041 3,389,962 43,079 1.3 
Other unlocated loss........... 674,23 636,922 37,308 5.9 
Improper handling, loading, etc.. 133,120 117,524 15,596 13.3 
oe Ee eae 62,215 48,101 14,114 29.3 
Erro: of ag SE 249,290 244,121 5,169 2.) 
Freezing or heater failure...... 554,122 624,801 *70,679 11.3 
Fire or marine loss or damage.. 90,020 119,351 *29,331 24.6 
NNR area ciniain ail eeuienrerend ached « 606,623 616,245 *9,622 1.6 
Robbery other than entire package 471,679 480,726 9,047 1.9 
Improper refrigeration or ventila- 

Se wants kons wurnceneeneinn 220,891 224,337 *3,446 1.5 
See $13,304,149 $12,448,808 $855,341 6.9 
ee fo ee 3,729,882 3,036,632 693,250 22.8 
MED ats chara wactanernee woe $17,034,031 $15,485,440 $1,548,591 10.0 

* Decrease. 


Probably the most interesting feature of the loss and 
damage statistics is the decreases of 17.8 per cent in 
payments on fresh fruits other than citrus, 2.6 per cent 
on fresh citrus fruits, 9.8 per cent on melons, 27.3 per 
cent on fresh and cured meats, packing house products 
and dressed poultry, 39.8 per cent on cotton, 4.5 per cent 
on butter, butter substitutes and cheese, 6.5 per cent on 
eggs in shell, and 8.2 per cent on tobacco and manu- 
factured products. Twelve commodities out of the 38 
in the claim account are responsible for $1,174,802 of 
the $1,548,591 increase in claim payments. These are 
new furniture, $202,831, a 31.4 per cent increase over 
last year; automobiles, automobile trucks, tractors, tires, 
parts and accessories, $171,724, a 55.1 per cent increase; 
iron, steel and other metal articles, $123,356, a 77.1 per 
cent increase; stoves, furnaces, radiators and parts, 
$108,953, a 38.5 per cent increase; sewer pipe and drain 
tile, $93,940, a 68.8 per cent increase; canned food prod- 
ucts, $83,240, a 38.3 per cent increase; sugar, $82,622, 
a 52.1 per cent increase ; live stock, $79,280, a 9 per cent 
increase; machinery, $66,375, a 23.3 per cent increase; 
petroleum oils, $58,904, a 51.3 per cent increase; flour 
and other mill products, $52,877, a 13.5 per cent increase ; 
and fresh vegetables, $50,700, a 1.9 per cent increase. 
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Circulation Improves Effectiveness 


of Refrigerator Cars 


Wiind-driven device increases uniformity of interior temperatures 
in both cooling and heater service © 


By E. A. Gorman, Jr. 
Scientific Aid, Bureau of Plant Industry, United States Department of Agriculture 


INCE the development, testing, and general adoption 
(about 1920) of the floor rack, depressed ice pan, 
basket bunker and insulated bulkhead as standard 

equipment in refrigerator cars there have been no radical 
changes in their design to increase their efficiency so far 
as air circulation is concerned. 

The thermal efficiency of refrigerator cars can be im- 
proved by increasing the thickness of the insulation but 
there is a practical limit to the amount of insulation which 
can be added. Furthermore, when this limit has been 
reached the problem of proper air circulation is still to 
be dealt with if the ice bunkers remain in the same 
location in the car. 

The idea of relocating the i¢e bunkers in the top of 
the car has been considered and tested but because of 
possible damage to the lading by the dripping of con- 
densed water from overhead bunkers this radical change 
has not been adopted. Thus, changing the location of 
the ice bunkers would also mean limiting the use of the 
car to ventilation and refrigeration service and would 
prevent it from being used for heater service, unless 
heaters were placed in the loading space or installed 
on the outside, underneath the car. Both of these meth- 
ods of applying heat have been tried in regular service 
but have not proved efficient or practical. These are 
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Fans with Reversible Blades Operating in Ceiling Air Ducts Inside the 
Refrigerator Car 


therefore strong reasons for keeping the ice bunkers in 
their present location in the car body. 

Under present conditions some device for increasing 
air circulation in refrigerator cars is probably the best 
way to increase their efficiency, whether they are used 
for refrigeration or for heater service. The development 
of mechanical refrigeration in an inexpensive and prac- 
tical form would eliminate some of the more important 
problems of transit refrigeration, but this has not yet 
been accomplished. 


Sources of Power for Air Circulation 


Power for mechanical circulation of air in the car 
in transit can be derived from two sources: (1) the ro- 
tation of the axles of the car wheels, and (2) from 
wind outside the car or air pressure due to the motion 
of the car. Of the two, the latter seems the more de- 
sirable because of the simplicity and the small number 
of moving parts necessary in an apparatus designed to 
make use of it. The power from this source is limited 
however, because of practical restrictions on the maxi- 
mum height of the car structure. A device which de- 
pends on the rotation of the axles of the car wheels 
for power will be inactive when the car is not in motion. 
In order to drive these devices when the car is standing 
still there must be some means of storing power. This 
means bulky and expensive equipment, chiefly storage 
batteries. Of course wind-driven fans are also inactive 
if the train is not in motion or no wind is blowing, or 
if the train is moving at the same rate as a tail wind, 
but such a combination of conditions is rarely met. 

While there are records of tests on means of inducing 
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air circulation mechanically prior to 1913 none of these 
gave promising results. Wind-activated fans in a re- 
frigerator car were first used by the United States De- 
partment of Agriculture in connection with a commercial 
shipment in a test with peaches out of Georgia in July, 
1920. The device used at that time had been developed 
by a shipper in the peach district but in the form in 
which it was tested it lacked sufficient power and ca- 
pacity to have any marked effect on the temperature of 
the load or on ice meltage. No further work was done 
on the problem at that time. 

In September, 1927, a patent (No. 1,643,471) was 
issued to C. A. Richardson on a wind-activated device 
for increasing air movement in refrigerator cars which 
was theoretically sound and gave promise of being usable 
under practical conditions. [Experimental work has been 
conducted privately with this device. 

In November, 1933, patent No. 1,935,590 was issued 
to the writer on a wind-activated device for increasing 
the circulation of air in refrigerator cars. This has been 
dedicated to the free use of the public and may be used 
by anyone without payment of royalty. 


The Wind-Rotor Device 


The device was developed in experimental work with 
refrigerator cars during severely cold weather when it 
is necessary to apply heat to protect the load against 
freezing. It consists essentially of two specially designed 
rotors 10 in. high by 16 in. in diameter which are placed 
on the car roof, one on each side of the running board. 
These rotors are attached to a shaft extending through 
a tube in the roof to the inside of the car body with 
a four-blade propeller fan 29 in. in diameter attached 
thereto. The entire moving assembly revolves on an end- 
thrust roller bearing in a housing situated on the roof 
and attached to the stationary tube extending into the 
car. A radial thrust bearing is attached in a housing 
to the bottom or inside end of the stationary tube. 

Each of the fans revolves in a port 30 in. in diameter 
opening into the loading space at the doorway from air 
ducts 30 in. wide and 4 in. deep made of light-weight 
galvanized iron and installed at the ceiling on a line 
half way between each side wall and the center line 
of the car. The ducts extend the length of the loading 
space and open into each bunker at the top, above the 
regular top bulkhead opening. 

When the height of the loading space permits, the 
ducts can be applied below the regular ceiling and cov- 
ered from the underside with a false ceiling nailed on 
stringers which are fastened with lag screws to the regu- 
lar ceiling. The standard size top bulkhead opening is 
maintained by lowering the solid part of the bulkhead 
as much as may be necessary. 

In rebuilding standard refrigerator cars to make use 
of the duct assembly, the ducts may be placed perma- 
nently above the regular ceiling by running them through 
the carlines or roof cross-members. This is important 
when the height of the loading space would be unde- 
sirably reduced by installing the ducts below the regular 
ceiling. This however would involve reinforcing the 
roof carlines to compensate for the weakening caused by 
running the ducts through them. The roof insulation 
could be applied over the ceiling as usual, covering the 
ducts at the same time. This w ould maintain the thermal 
efficiency of the car and when the apparatus is not in 
operation the natural circulation of air by convection 
would praceed as usual because the car would still have 
the standard top and bottom bulkhead openings. 

The difference in temperature between the top and 
bottom layers of a load is usually greater under heater 
service than under refrigeration. The heat applied to 
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protect the lading against freezing during the winter 
shipments is usually adequate for this purpose but an 
undesirably high temperature is often created in the top- 
most parts of the load. This may unduly accelerate the 
rate of ripening of fruit in transit and is responsible for 
substantial losses due to deterioration in quality of the 
produce. In many cases during very cold weather de- 
spite such high temperatures prevailing at the top of 
the load the bottom portions may at the same time be 
subjected to freezing temperatures due to lack of air 
circulation. This condition can be corrected by driving 
the warm air accumulated at the ceiling of the car, down 
to the floor sections by means of the propeller fans de- 
scribed in this article. In all of the tests made the fans 
have proved very successful in creating a more uniform 
temperature in the lading thus reducing the damage 
from too rapid ripening in the top layers and the danger 
of freezing in the bottom of the load. 


Tests in Heater Service 


The preliminary tests of the fan and rotor apparatus 
to determine the size of rotor and fan best suited to effect 
an increased air movement in a refrigerator car were 
carried on in the Department of Agriculture Cold Stor- 
age Laboratory at Arlington Farm, Va., and later in 
empty refrigerator cars at the Potomac Yard Shops 
of the Fruit Growers Express Company at Alexandria, 
Va. Further tests were then conducted on commercial 
shipments. 

Test trips in which the fans were placed in actual 
service from the Pacific northwest have been conducted 
during each of the past two winters. Their value in 
protecting the bottom of the lading against freezing and 





Effect of Forced Air Circulation on Temperature Distribution within 
a Refrigerator Car in Heater Service 


Outside Car Car 
temp. without with 
deg. F fans fans 


0 — temperature top fruit previous to lighting 


NINN Nd orn Gk Sia eras earn ewan dco alee 35.2 34.0 
0 Average temperature bottom fruit previous to light- 
eee RO GN, Be cs nec ce creeGeaacevewsaneav 30.8 32.0 


0 Difference between top and bottom fruit tempera- 
NR Ee eA adh piece cere RA Od wa se 4.4 2.0 
—34 Average temperature top fruit—two charcoal heat- 


Ce UN, TOE. Be cd coccinea cba cesdassenesecees 51.5 45.5 
—34 Average temperature bottom fruit—two charcoal 

eee DAN, CN. FS sti cccecceaccscsawees 34.2 37.5 
—34 Difference between top and bottom fruit tempera- 

WU, GO, Ds ooeccentsicke cbs meaecenlanints tds 17.3 0 





the top against undesirably high temperatures under 
heater service has been clearly demonstrated. Data 
from one of the test trips during cold weather, shown 
in the table, are representative of results obtained. 

The beneficial results obtained under heater service 
indicated that the fans would be useful with shipments 
moving under refrigeration. Consequently in July, 1934, 
a test was made with the fan device and duct installation 
in a car of peaches shipped from Georgia to New York, 
N. Y., comparing it with a similar load without the fan 
installation. 


Tests Under Refrigeration 


In the refrigeration test the arrangement of the fans 
was changed. Instead of drawing air from the bunkers 
and discharging it between the doors as in heater serv- 
ice, the fan blades were reversed so as to pull into the 
ducts the warm air accumulated at the ceiling and then 
force this air into the ice bunkers where of course it 
was cooled and flowed back to the lading from the bottom 
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bunker opening. The top bulkhead openings were not 
covered, so as to permit the natural circulation of air 
to take place when the fans were not in operation. 

The cars tested were of standard design with wire 
basket bunkers of 9,600 Ib. ice capacity and moved under 
standard refrigeration with three per cent salt at the 
initial icing and all reicings. Some of the data recorded 
during this test are shown in a table. 

While it was proved that the use of this device gave 
better results than ordinary refrigeration during hauls as 
short as the one from Georgia to New York, (approxi- 
mately 55 hours), it is probable that the improvement in 
refrigeration would be much more noticeable if it were 
used with transcontinental shipments. There is also no 





Effects of Forced Air Circulation on Temperature Distribution in 
Refrigeration Service 


Outside Car Car 
temp., without with 
deg. F. fans fans 

93 Average fruit temperature at time of loading, deg F. 90.6 94,2* 
100 Average temperature top layer fruit 24 hr. after 
MRI, Soo. bare: aase sca o Siete Me wl se aa cbt ace 55.5 48.7 


72 Average temperature top layer fruit 54 hr. after 
loading, deg. 
88 Average temperature top layer fruit 72 hr. after 
SU NS BE Foro ic osc ce rere co Le owieaeeeeeas 43.3 40.5 
(After holding at destination) 
Average reduction in temperature of top layer dur- 
ing trip, deg. F 





* Fruit subject to direct sunshine before loading. 





doubt that if used with precooled shipments, the desirable 
temperatures established by the process of precooling 
could be more nearly maintained than is possible by 
use of present standard equipment and methods. 

If the fans and ducts were installed in the car as regu- 
lar equipment it is probable that they could be adapted 
to use in precooling a warm lading as it comes from 
the field and thus give to the railroads some of the car 
precooling business which is growing by leaps and 
bounds, but is now conducted almost entirely by other 
interests. This could be accomplished by using a porta- 
ble electric motor to revolve the fans inside the car, 
temporarily attaching the motors to the fan shaft on the 
outside of the car roof. For this purpose the fan blades 
should be mounted as for use in heater service. Upon 
completion of precooling they could reverse and would 
then be ready for use in transit. The top bulkhead 
opening should be covered with a paper mask during 
precooling and the action of the fans would draw cold 
air out of the bunkers through the ducts and exhaust 
it over the lading at the doorway. Upon completion 
of the process the motors could be detached and replaced 
with the wind-activated rotors for use en route. No 
such tests have actually been made in precooling, but 
the performance of the apparatus under low-powered 
wind operation warrants a belief that it could be so 
employed. 

The device described herein has been tried under the 
most severe winter weather conditions that could be 
expected. The test runs over the northern railroad 
lines from the Pacific northwest have subjected the appa- 
ratus to heavy rains, snow, sleet and outside temperatures 
below zero for several days at a time, with a minimum 
temperature of -37 deg. F. and even lower at times. 
The low starting speed (approximately 5 m.p.h.) and the 
ease of motion were at no time impaired by these con- 
ditions. 

_To date there has been no commercial manufacture 
of the device and all of the apparatus tested was made 
by and is the property of the United States Department 
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of Agriculture. The experimental work and develop- 
ment of this device were done as a project of the Fruit 
and Vegetable Handling, Transportation and Storage 
Investigations, Bureau of Plant Industry, under the di- 
rection of D. F. Fisher. 


High- Amperage 
Primary Battery Cell 


HE Waterbury Battery Company has placed on the 
ij market a new high-amperage type of primary-bat- 

tery element which will deliver current at an ex- 
traordinary high rate over long periods of time. The 
elements are manufactured in both the 500-a.h. and the 
1,000-a.h. capacity. 

This element has been designed particularly for 
service where the discharge rate required is higher 
than is feasible with the older type of battery. 
It is particularly useful in operating highway crossing 
signals where several signals are being operated from 
a single battery source. In this case a cell is needed 





The 1,000-A.H. High-Amperage 


High Amperage Prima 
Cell Battery Element 


which will maintain its voltage with a high rate of dis- 
charge. The new Waterbury high-amperage type of cell 
will give practically the same curve on an 8-amp. dis- 
charge as the regular batteries give on a 3-amp. con- 
tinuous discharge. For intermittent work even higher 
discharge rates are practical, according to the manu- 
facturer. 

The indication of exhaustion is through the window 
bars, a patented feature such as has been used in the 
Waterbury Telecells for some time. With this indica- 
tion the maintainer is in position to determine at a glance 
the condition of the cells at any time during their life. 


Tue GERMAN RAILROADS will soon place a number of articu-- 
lated electric trains in service on electrified routes in southern 
Germany, Silesia and central Germany, orders having been placed 
for 28 units, each consisting of 2 or 3 cars equipped with 4 motors 
of a total of 1,200 hp. Among the features of these new trains 
is high acceleration. Their maximum speed of 74.6 miles an hour 
can be reached in 80 sec. The exteriors of the cars are similar to 
that of the “Flying Hamburger.” They consist of two four-axle 
cars with short couplings, with the usual passage between cars. 











The Story of the December 1 Issue 


ilwayA: 


Founnen In 1856 


A Call to Action 
in Behalf of Business 
Recovery, addressed 
to the National Admin- 
istration, National and 


State Legislators and 
the Public. 

















HE December 1 issue of the Railway Age has at- 

tracted nation-wide attention as the most extraor- 

dinary and important edition of any paper that 
ever was devoted solely to one vital phase of a single 
great economic problem. That problem, to which the 
entire editorial section and practically all of its 265 pages 
of advertising by railways and by manufacturers in the 
railway equipment and supply industry were devoted, is 
that of reviving business and employment in the durable 
goods industries and as a vital means to this end of 
reviving buying by the railways, the largest single cus- 
tomer of these industries. 

Realizing that the recovery of the durable goods indus- 
tries is the most pressing problem before the country 
today and that it is linked inseparably to the railway 
problem, the Railway Age took the leadership, in con- 
cert with the railroads and manufacturers, through this 
issue to promote prompt and vigorous action to stimu- 
late the durable goods industries through increased rail- 
way earnings and purchasing power. This action to 
present the facts to the country was well planned, for 
at no time have government and legislative bodies been 
more open to constructive suggestions for legislative and 
administrative action favorable to the railroads. 


The Editorial Program 


The ediorial contents of the issue set forth the theme 
that national recovery cannot come without a revival 
in the durable goods industry; that a revival of the 
durable goods industry cannot occur unless railway pur- 
chases are restored to normal; and that railway pur- 
chases cannot recover unless and until railway net earn- 
ings recover. The steps necessary to revive railway net 
earnings were set forth not only as prerequisites to na- 
tional economic recovery but as the only alternative to 
“i greater economic disaster than we have yet experienced 

-namely, government ownership of the railways. To 
carry out this theme, the issue, in 21 articles and edi- 
torials, analyzed the grave problem of the durable 
goods industries and the relation of railway purchases to 
that problem, discussed net operating income—the factor 


Which focused nation-wide attention upon the 
dependence of national recovery on the revival 


of the railway and durable goods industries 





which controls railway buying—and how that factor 
can be activated; outlined what the railroads can be ex- 
pected to buy; showed the relation of net earnings to 
railway employment and labor standards ; and proved the 
desirability and advantages of large government expendi- 
tures for the protection or elimination of grade crossings 
of railways and highways. 


Widely and Effectively Circulated 


Fully as important as the preparation of the right sort 
of editorial material and advertising copy, was the work 
of arranging for proper circulation of the issue, since 
upon this circulation depended the effect of the issue’s 
appeal. It was essential that the issue reach every sena- 
tor, every congressman, every state legislator, the prin- 
cipal federal and state officers, the members of interested 
regulatory commissions and also daily newspapers, busi- 
ness papers, insurance companies, financial institutions, 
educational institutions, chambers of commerce, farm 
papers, and others. 

This issue was sent, of course, to all regular subscrib- 
ers. In addition 13,610 copies were sent to a special 
list. Of these, 18 copies were sent to the President, his 
cabinet and his advisers ; 631 to the Interstate Commerce 
Commission, the Reconstruction Finance Corporation, 
national and regional railway co-ordinators, executive 
officers of the railway brotherhoods, railway directors 
and the director of the railway division of the P.W.A.; 
8,612 to state railway commissions, national legislators, 
state legislators, governors, chambers of commerce and 
the chief engineer of the U. S. Army and the board of 
engineers for rivers and harbors; 3,274 to financial in- 
stitutions, presidents of insurance companies, universities 
and colleges, leading economists, industrial and business 
writers, daily newspapers, prominent industrialists and 
governors and deputy governors of federal reserve banks, 
245 to railway employees and taxpayers’ associations; 
and 1,275 to advertising agencies and other business 
companies. 

In order to make doubly sure that the issue would 
attract the attention of those to whom it was addressed, 
the editor of the Railway Age sent personal letters to 
these 13,610 persons as well as a selected list of regular 
subscribers. These letters either accompanied the maga- 
zine or were sent by first-class mail so that they reached 
the persons addressed as nearly as possible simultan- 
eously with the magazine. The letters sent—there were 
10 different kinds—described the issue and its im- 
portance and urged close attention to its contents. 


Specific References Cited 


As a means of directing attention to the importance of 
the railroad problem as it affects individual communities, 
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a form containing specific references to states was en- 
closed in each letter sent to state railway commissioners, 
national legislators, state legislators, governors, cham- 
bers of commerce, the chief engineer of the U. S. Army 
and the board of engineers for rivers and harbors and 
daily newspapers. These forms—there was one for each 
state—listed the text pages referring to the state, the 
page numbers of railroads serving that state, the page 
numbers of industries in the state and a tabulation of 
industrial company plants in the state, with the names 
of the companies and the locations of their plants. 


Newspaper Releases 


The message was pounded home still further by a 
series of seven newspaper releases, containing excerpts 
from articles in the December 1 issue. These releases 
were sent to 4,250 newspapers, press associations, for- 


eign writers, speakers and others engaged in disseminat- 


ing information. Following the publication of this issue, 
the editorial matter was digested and reproduced in 
miniature and copies were mailed to 5,000 persons. 

In other words, everything was done which could 
possibly be done to make the issue as effective as possible, 
both in its editorial columns and in its advertising pages 
and to make sure that its message received the immediate 
attention of everyone in the United States who was in a 
position to act. 


Effect of Issue Manifested Immediately 


The effect of the issue was manifested immediately. 
More than 600 letters acknowledging the importance of 
railway purchasing in relation to national recovery were 
received from all parts of the country. Letters were 
received from congressmen, governors, state legislators, 
I.C.C. commissioners, editors, educators, chambers of 
commerce, insurance companies, bankers, financiers, 
brokers, railway officers, supply companies and other 
businesses, lawyers, agricultural interests and others. 

At the same time, articles based upon the seven re- 
leases and dealing with the restoration of railroad buy- 
ing began to appear in newspapers throughout the coun- 
try and continued to be the subject for newspaper 
editorials for several months. Editorials and articles 
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appeared in 474 newspapers having an aggregate cir- 
culation of 20,567,047 readers. These editorials and 


articles occupied 2,940 column inches. | _ 
Excerpts from a few of the letters received follow: 


From National Government Interests 


I shall take great pleasure in looking this publication over and 
holding it at hand for ready reference concerning railway) 
transportation. 

DaniEL C. R 


Secretary of Commerce. 
[| shall retain it for reference and study in some detail. 
Grorce H. Deri 


Secretary of War. 


] 


I have spent the last hour looking the issue over and as one 
who has been interested in magazines and newspapers all his life, 
let me say that you are entitled to great credit for having pro- 
duced a remarkable book. I found much information in this 


special issue that is of real value to me. 
ARTHUR CAPPER, 
Senator from Kansas. 


Do not hesitate to let me have your suggestions at any time. 


Rusu D. Hott 


Senator from West Virginia. 
The railroad situation is of vital concern to the country and 1s 
directly related to the future progress and prosperity of the in- 


dustries of the country. 
James P. B. Durry, 
Congressman from New York. 


With all due regard to the able presentation in the editorial 
section, there are advertisements that present food for thought 
and convincing argument for a return to the railroads to their 
status of buyers. The advertisement of the Norfolk & Western 


carries an interesting story of the social effects of loss of traffic 
to the rails and the hollowness of the protest by the public when 
it is proposed to stop the service. But this is only one of many 


contributions by your advertisers. Among the editorial features 
which particularly were of interest to me were deficiencies in 
expenditures on maintenance; the comparisons of rail and auto- 
motive labor and wages; the mounting operating and taxing 
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costs and the need of the railroads’ purchasing power to revive 
industry. It is a great edition. 


E. I. Lewts, 
Director Bureau of Valuation, Interstate 
Commerce Commission. 


I shall take pleasure in reading both the editorial and adver- 
tising pages relating to the present railroad situation. I am 
interested in the railroad problem and am very anxious to see 
something constructive done for the railroads. 

CuHar_Les B. HENDERSON, 
Member of the Board, Reconstruction 
Finance Corporation. 


From State and City Officials and Legislators 


More than ever it seems to me necessary that we consider the 
position of our railroad companies, and I feel the necessity of 
taking almost any steps that will continue them in the picture 
as large taxpayers and as buyers of materials in major quan- 
tities. 

Success to you! As the governor of one small state, I shall 
be glad to co-operate to the extent of my ability in seeing that 
fair treatment is given the railways in competition with other 
forms of transportation. 

Lestie A. MILLER, 
Governor of Wyoming. 


The factual material in it is distinctly valuable. 
A. A. Bere, Jr.. 
Chamberlain of New York, N. Y. 


It is the thing I have been standing for and advocating for a 
long time and I am glad to know that the railroads are finally 
waking up to their rights. 

R. J. Branson, 
Member, Illinois State House of Representatives. 


This is a magnificent work, and I sincerely trust that I may 
have the opportunity during the coming session to assist those 
you serve in securing “old fashioned justice.” 

Wurm T. Byrne, 
Member, New York State Senate. 


Your special issue of the Railway Age carries with it infor- 
mation that should act as an eye-opener to many people and this 
is especially true as to the references to Wisconsin. 

Oscar H. Morrts, 
Member, Wisconsin State Senate. 


I have read the issue carefully and agree that we cannot have 

prosperity throughout the country unless our railroads are given 

_a better chance to do business on a more profitable basis than 

at the present time. This kind of legislation I will be in favor of. 
Epwarp SEAMAN, 

Member, Connecticut State House of Representatives. 


I believe that if the railroads were given buying power they 
would enhance business and recovery to a great extent. The 
railroad business is one of the industries that has made this 
country what it is, and it is so large that few people realize its 
vastness. 

Otts R. JoHNson, 
Member, Ohio State House of Representatives. 


This is one of the most elaborate magazines I have ever read. 
Our state has put the intrastate common carrier (truck) under 
the South Carolina Railroad Commission and we will hail the 
day when our national Congress gives the Interstate Commerce 
Commission control of all of them and the railroads will get a 
square deal. 

H. G. SENsENeEy, 
Member, South Carolina State House of Representatives. 


From Editors and Educators 
We have held for years, and especially since 1931, that the 
railways were being denied fair consideration by the government. 
A. C. Gace, 
Editor, The Portland, Ore., Spectator. 
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You are to be congratulated upon the typographical and lit- 
erary excellence of your recent special issue of the Railway Age. 
The wealth of information it so lucidly presents and its timely 
optimism are most impressive. 

Haroip D. VALPEY, 
Managing Editor, Lynn, Mass., Daily Evening Item. 


The material compiled in this issue shows impressively the 
importance of railway purchases to the durable goods industry. 
It is to be hoped that conditions will presently permit the re- 
sumption of these purchases upon an adequate scale. 

Rosert G. SPROUL, 
President, University of California. 

I have read this number carefully and will see that it is studied 
by our students of transportation. It is time the railroads should 
inform the public concerning the unequal and unfair position 
they are now placed in, due to no fault of their own. The direct 
and indirect subsidies to other forms of transportation are 
threatening the existence of the railroads but as a 365-days-a- 
year transportation medium the railroads are now and will con- 
tinue to be performing a superior type of service. 

JAMES E. Boy e, 
Professor of Rural Economy, Cornell University. 


In view of the large stake which the American public has in 
the railroads, and the importance of their buying in a normal 
and sustained recovery program, it is to be hoped that this issue 
will have a wide circulation and an intelligent reception in high 
places. 

Harry G. GUTHMANN, 
Associate Professor of Finance, Northwestern University. 


I hope that this issue will be influential in furthering the unifi- 
cation of business sentiment in favor of private initiative in 
business as against the further expansion of government activity. 

Emory R. JoHNsoN, 
University of Pennsylvania. 


From Chambers of Commerce 


I was much gratified to see the number of Miami valley firms, 
including those from Dayton and immediate vicinity, who took 
space in this particular issue. Your noting of the extensive 
buying power of the railways and the great falling off of pur- 
chases in 1933 against 1929, is impressive to say the least. 
However, I am optimistic for the future and such issues as that 
just published by the Railway Age blend to a considerable extent 
in that optimism for there is no doubt in my mind that cam- 
paigns of this nature should have their effect in resurrecting the 
buying power of the transportation field, and also increasing it 
beyond what the peak has been in the past. 

Wayne G., LEE, 


Managing Director, Dayton, Ohio, Chamber of Commerce. 


The many sound articles in this issue have greatly strength- 
ened my conviction that immediate adjustment of the inequali- 
ties of taxation and regulation between the railroads and their 
competitors is of paramount importance. 

CHARLES W. HAENSEL, 
Secretary, Saginaw, Mich., Board of Commerce. 


This publication carries a lot of food for thought, and I sin- 
cerely hope that there may be a revival of the durable goods 
industries. We are vitally interested in this, and we will co- 
operate and assist in any way possible to bring about such a 
revival. 

R. W. Hotcomesg, 
Manager, Wheeling, W. Va., Chamber of Commerce. 


The special December 1 issue of the Railway Age is most 
interesting and I have written a newspaper story calling atten- 
tion to the large amount of space given to references to Georgia. 

THomAsS R. Jongs, 
Executive Vice-President, Savannah, Ga., 
Chamber of Commerce. 


You have done an excellent service to the country in presenting 
this subject in this way and I hope that you have found a means 
of giving it the widest kind of publicity. 
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Vol. 98, No. 13 


There is a prodigious amount of work in the issue, as is ap- 
parent to anyone who knows anything about publication effort. 
In addition to the very illuminating material in it, much of which 
I have already read when first taking up the magazine, I find 
that these tables of cost are going to be very valuable file for 
future reference. 

WALTER W. R. May, 
Manager, Portland, Ore., Chamber of Commerce. 


The publication is full of valuable information and, in fact, 
constitutes a manual on the railroads and their necessities at the 
present time. I am going to keep this copy readily available and 
am sure that it will be of value to me and to our office force in 
the coming year. 

T. A. STEVENSON, 
Manager, Tacoma, Wash., Chamber of Commerce. 


From Insurance Companies, Bankers and Brokers 


The cause of the railroad is presented in a very forceful man- 
ner, and I am sure it should contribute to the effort that is 
uppermost in the minds of many investors to influence public 
sentiment to the extent that the railroads should have a fair 
deal. Anyone who gives any thought to the present situation 
realizes that there is very great discrimination against the rail- 
roads which should be corrected. You are to be commended for 
your efforts in that direction. 

E. Asspury Davis, 
President, United States Fidelity and Guaranty Co., 
Baltimore, Md. 


We are decidedly interested in the special issue of the Railway 
Age. The writer is quite in sympathy with your view of this 
subject and would consider that you are entirely right in be- 
lieving that a restoration of the durable goods industry is neces- 
sary before we can expect any great revival in other business 
conditions. 

GeorGE H. REANEY, 
President, United States Guarantee Co., New York, N. Y. 


The manner in which you have presented the case is a most 
effective one and so simple as to make it plain to the man in the 
street that the railroads should be given assistance in some 
form. 

F. H1iGHLANDS Burns, 
Chairman of the Board, Maryland Casualty Company, 
Baltimore, Md. 


I cannot but compliment you on your presentation of the situa- 
tion in which the railroads of this country find themselves. A 
wide distribution of the issue should do much to clarify the sub- 
ject in the minds of the public and be quite helpful in furthering 
and bringing about such changes as will eventually rebound 
beneficially to all of our transportation systems and be reflected 
favorably in a restoration of our general economic condition. 

V. H. Rossetrt1, 
President, The Farmers and Merchants National Bank, 
Los Angeles, Calif. 


Your issue contains a number of very interesting articles, with 
most of which I am in complete agreement. Certain regulation 
of railways ought to be abolished on the ground that they are no 
longer monopolies but are engaged in a highly competitive in- 
dustry or else their competitors ought to be treated as they are 
in the matter of regulation. 

EpMUND P att, 
Vice-President, Marine Midland Group, Inc., 
New York, N. Y. 


The writer feels and no doubt the majority of the banks 
throughout the United States do, that if we ever want to get rid 
of depression and if we ever want railroad securities to again 
become valuable, we must pass laws or change conditions to 
enable railroads not only to make expenses but also a legitimate 
profit on their legitimate investments. 

FRANK KIRcHHOF, 
President, The American National Bank, Denver, Col. 


I am delighted with your campaign for fair competition in the 
field of transportation, so ably presented in the special issue 
of the Railway Age. 
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I have always felt that railroad companies were too reticent 
about presenting to the public the human aspects of that industry, 
with the result that too many people look upon the railroads as 
they did the Federal government—an abstract agency—a thing 
wholly apart from their daily existence and with an unfailing 
source of income. Lately this detachment has suffered something 
‘of a financial shock. I read the Railway Age regularly. 

Cares C, Huitt, 
President, The Dunbar National Bank of New York, 
New York, N. Y. 


I have been quite amazed at the case presented for the rail- 
roads in the December 1 issue of your magazine. 

Too few realize the important of the railroads in our economic 
picture. It is our privilege to count a number of the outstand- 
ing railroads among our clientele, and speaking for myself and 
in their behalf, I sincerely hope that your work gets the full 
publicity and attention which it deserves. 

KELLEY GRAHAM, 
President, The First National Bank of Jersey City, 
Jersey City, N. J. 


The December 1 number of the Railway Age has just come 
in and I look forward with anticipation to examining it with 
care. Just by turning over the leaves I can see that you have 
done a grand job and I hope it may prove to be a helpful and 
effective one. 

LEONARD P. AYRES, 
Vice-President, The Cleveland Trust Company, 
Cleveland, Ohio 


We find this most interesting and instructive, and agree with 
you that as soon as the railways receive the same application 
of the principle of fair play as other industries, it will be a great 
mark toward rapid recovery in this country. 

H. B. Haun, 
Vice-President Lewis & Hoffman Co., Milwaukee, Wis. 


The magazine contains very impressive evidence of the great 
buying power of the railroads and your editorial material sup- 
ports very well your contention that recovery is in no small 
degree dependent upon restoration of the railroad’s buying power. 
We are genuinely hopeful that your efforts may be productive of 
the desired results. 

A. E. Bryson, 
Vice-President, Halsey, Stuart & Co., Chicago, Ill. 


From Railway Officers 


I have examined your special issue of December 1, 1934, with 
great interest. You have presented the railroad situation in its 
several aspects with great clearness, and I feel sure that you 
have made a valuable contribution toward a better understanding 
of it. 

S. T. BLEpsog, 
President, Atchison, Topeka & Santa Fe 


I have read with great interest and admiration all of the con- 
tents of your issue of December 1. I feel that this is a monu- 
mental piece of work and should do a vast amount of good along 
the lines which you design. I hope that those who should be 
educated by it will carefully read it so as to obtain the essential 
information contained therein. 

W. J. HARAHAN, 
Senior Vice-President, Chesapeake & Ohio 


This issue reached me yesterday and I hasten to compliment 
you upon the effective manner in which it was prepared, as well 
as for the many interesting articles contained therein, which I 
have read with the greatest of pleasure. 

P. H. Joyce, 


President, Chicago Great Western 


I have just had an opportunity to look over the Railway Age 
of December 1. I congratulate you on this monumental piece of 
work, because I know and realize fully the amount of labor, care 
and patience it took to get up this document. 

W. D. Faucerte, 
Chief Engineer, Seaboard Air Line 





500 RAILWAY AGE 


I know this issue will have the most wholesome effect and will 
respond to the call to action on behalf of business recovery. 
L.. C. FRetce, 
Operating Officer, Chicago, Rock Island & Pacific 


I found so many interesting things in that issue that I took 
it home and read it, and hope that our statesmen, to whom you 
sent the issue, may have taken the opportunity to do likewise. 
If they did, they are certainly sold on the railroad’s situation. 

J. T. GILLick, 


Vice-President, Chicago, Milwaukee, St. Paul & Pacific. 


Your December 1 issue certainly is the outstanding example 
of any trade publication, I believe, that has ever been issued. 
You certainly did a grand job, and you ought to be proud of it. 

C. S. MILvarp, 
Vice-President and General Manager, Cleveland, 
Cincinnati, Chicago & St. Louis. 


It is splendidly gotten up, in a most interesting manner, and 
I congratulate you! You are doing a fine job in your efforts 
to secure fair competition for the railroads, and one of these 
days we are going to see some substantial benefits as a result 
of it. 
J. S. Pyeatt, 
President, Denver & Rio Grande Western. 


I have read the December 1 issue of the Railway Age with a 
ereat deal of interest. The analysis of the effect of the present 
condition of the railroads on our national business situation is 
very forcefully presented, and with the wide circulation given 
the issue, should be productive of good results. 

WiiAm ATWILL, 
Vice-President and General Manager, Illinois Central. 


I consider it one of the finest publications I have ever had the 
opportunity to read, first, in its material and, second, in its gen- 
eral get-up and attractive presentation of its educational and its 
advertising matter. 

C. E. JoHNsToN, 
President, Kansas City Southern. 


I am sure it is going to do the railroad situation a world of 
good, particularly as it comes out at a very opportune time on 
the eve of the convening of the new Congress in which the rail- 
road problem is bound to be one of the leading issues. 

C. E. Sir, 
Vice-President, New York, New Haven & Hartford. 


It is well prepared, and gives a very complete picture of the 
present situation. Its distribution among legislators and others 
should be most helpful in securing proper action at Washington 
and elsewhere. 

A. C. NEEDLEs, 
President, Norfolk and Western. 


It is a most creditable presentation of the facts involved in the 
railroad problems of today. Wide distribution such as is being 
made of this issue should be helpful to the railroads as a whole. 

Crartes DonNELLY, 
President, Northern Pacific. 


It seems to me to be an excellent and most helpful publication. 
I congratulate you upon this issue and upon the good work 
which the Railway Age is doing with a view to getting the rail- 
road situation upon a sound basis. 
Henry W. AnperSON, 
Co-Receiver, Seaboard Air Line. 


I have just embraced the first opportunity to look very care- 
fully entirely through your December 1 issue, and I have no 
comment other than to say I think it is a “peach.” 

Cart R. Gray, 
President, Union Pacific. 


It is certainly a wonderful production. 
R. V. FLercuHer, 
Vice-President and General Counsel, 
Association of American Railroads. 
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The issue is a monument to the energy, intelligence and public 
interest of yourself and your associates. 
Epwin F. WEnpt, 
Consulting Engineer, Washington, D. C. 


What strikes me in the publication is the very effective manner 
in which it has been made clear to the fellow without technical 
training and managerial responsibilities just how essential a res- 
toration of normal conditions in the durable industries is to 
general business recovery. 

Rienzi B. Lemus, 
Grand President, The Brotherhood of Dining Car Employees. 


I have read with lively interest in the December 1 issue of 
the Railway Age your compelling editorial and the several arti- 
cles on railway recovery, including the view of a number of 
railway executives and durable goods manufacturers. 

The article “From Butte to Bogolusa” especially appeals to me, 
being more directly within the scope of my long experience. | 
would suggest to railway executives that they have this particu- 
lar article published in pamphlet form-and placed in the hands 
of every employee, few of whom realize that government regi- 
mentation is moving with relentless force through the very 
foundations of the railway structure. 

X. H. Cornet, 


Ex-General Superintendent, Alton, Bloomington, III. 


From Supply Companies and Other Businesses 


I think you have done a real public service in presenting this 
problem in such attractive form. 

Certainly if this country needs anything it is sound specific 
education. It, therefore, is refreshing to have honest statements 
of the type you have presented, in contrast to this welter of in- 
sincere and dishonest publicity. 

W. S. Lanois, 
Vice-President, American Cyanamid Company, 


New York, N. Y. 


It certainly is a great number and the best job you have ever 
done. I know it will attract a lot of favorable attention and 
comment throughout the United States, and it certainly will help 
the railroad and railway equipment cause. 


W. S. Carr, 


President, Locomotive Firebox Company, Chicago, III. 


While I expected much, I hardly anticipated an issue of such 
proportions and I hasten to congratulate you and your associates 
on the great job you did, not only for your publication but for 
the cause of capital goods. 

Wo. J. Ke tty, 
President, Arthur J. O’Leary & Son Co., Chicago, III. 


It is one of the best treatments of the relation of the present 
railroad situation to general recovery that I have seen. 
Howarp HeEt1nz, 
President, H. J. Heinz Company, Pittsburgh, Pa. 


Transportation, more than any one agency, has been the cause 
of our growth. It must be relied upon for our future expansion. 
Injustice must be eliminated and a policy of fairness to all must 
be incorporated. 

Cart F. G. MEyeEr, 
President, Meyer Brothers Drug Co., St. Louis, Mo. 


I feel sure that much benefit will result to those who read this 
issue and may we trust that a better understanding of the position 
of the railroads will gradually merge and find an effective public 
expression. 

Gro. C. RILEy, 
W. E. Hutton & Co., Cincinnati, Ohio. 


I am heartily in accord with the effort you are making to 
revive all gailroads. In that connection immense effect will be 
reflected to the durable goods industry, which certainly is in the 


(Continued on page 504) 
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A\ll Classes of Railway Buying 
Higher in 1934 


Annual summary shows increased outlay on practically all 
railroads—January heavier than December 


sulted to a not inconsiderable degree from increasing 

purchases by railroads is confirmed by a detailed 
summary of their annual expenditures, which has been 
completed by the Railway Age. In this summary, the 
total of purchases, based on reports for the year from 
railroads operating 92 per cent of the mileage in the 
United States and earning 94 per cent of total operat- 
ing revenues, is unchanged from the estimate of $625,- 
000,000 reported in the issue of January 12.* This 
figure includes purchases of fuel and of materials and 


Van. the increased industrial activity of 1934 re- 


$220,000,000, or 35 per cent of the total, for fuel; $78,- 
300,000, or 12.5 per cent of the total, for forest products ; 
$177,275,000, or 29 per cent, for iron and steel prod- 
ucts; and $149,425,000, or 23.5 per cent, for a wide 
variety of miscellaneous materials. As nearly as can 
be estimated from the classified figures received from 
the railroads, fuel purchases included $182,000,000 for 
coal, $34,600,000 for fuel oil and $3,400,000 for other 
fuel, including $2,600,000 for gasoline. Approximately 
$185,000,000 of the fuel was used in locomotives. 
Expenditures for forest products included approxi- 








Purchases of Fuel, Materials and Supplies by Railroads of the United States—1924 to 1934, Incl. (000 Omitted) 








1934 1933 1932 1931 1930 1929 1928 1927 1926 1925 1924 

eer $220,000 $179,150 $178,250 $244,500 $306,500 $ 364,392 $ 384,608 $ 438,821 $ 473,354 $ 459,465 $ 471,656 
laut ecctuts ...... 78.300 41,185 52,200 76,250 134,600 157.551 160,794 175,729 186,291 170,305 180°872 
Iron and steel products 177,275 112,685  100°550 202,100 329.700 437,840 397,544 432,604 ~=—-507,302 419,255 365,610 
Miscellancous ........ 149°425 1247730 114,000 172°150 267-700 369,752 328,395 348,774 392/085 343.018 4917 

Grand total ....<. "$625,000 $457,750 $445,000 $695,000 $1,038,500 $1,329,535 $1,271,341 $1,395,928 $1,559,032 $1,392,043 $1,343,055 
Per cent of operating a 

PEOVER siccccecaccs 18.4 14.6 14.1 16.8 20.2 21.8 20.8 22.8 24.4 22 











supplies of the railroads of the United States, with mately $39,700,000 for cross ties, $4,050,000 for switch 
freight charges. It does not include expenditures in- and bridge ties, and approximately $32,650,000 for tim- 
curred for new locomotives and cars ordered from ber and lumber, the latter being divided equally between 
builders or materials purchased by contractors of rail- the bridge and building lumber and car and locomotive 
way construction work. The figure is approximately lumber. 
$160,000,000, or 35 per cent, larger than the corres- 
ponding figure for 1933, although approximately $700,- 
000,000 below the corresponding expenditure in 1929. Total expenditures of iron and steel included approxi- 
The purchases last year included approximately mately $33,200,000 for rail; $17,600,000 for wheels, 
— tires and axles; and $32,400,000 for frogs, switches, 
* Includes $15,000,000 to cover purchases of switching and terminal com- crossings and other track materials. In addition. about 


panies and short lines; also freight charges and purchases with P.W.A. s ‘ : 
loans not included in some statements reported by Class I roads. $10,200,000 is estimated to have been spent for bar 


More Iron and Steel 
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Purchases of Materials and Supplies by Railroads of the United States* 


Fuel: 
NE <a.s darw'e' va Satire are 
Fuel oil 
All other 


Total fuel 


Forest Products: 
Cross ties (treated & untreated) 
Switch and bridge ties 
Timber and lumber 
Other forest 


(treated Weechs 


products 


Total forest products 


Jron and Steel Products: 
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1934 1933 1932 1931 
$182,000,000 $151,150,000 $146,550,000 $204,000,000 
34,600,000 24,350,000 29,200,000 36,750,000 
3,400,000! 3,650,000 2,500,000 3,750,000 
$220,000,000 $179,150,000 $178,250,000 $244, 500,01 000 


$ 39,700,000 
4,050,000 
32,650,000 
1,900,000 


$ 19,750,000 
3,040,000 
16,250,000 
2,145,000 


$ 27,550,000 
4,250,000 
18,100,000 
2,300,000 


$ 44,000,000 
7,500,000 
21,500,000 
3,250,000 
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1930 
$249,050,000 
53,600,000 
3,850,000 


$306,500,000 





1929 


$296,371,000 
62,132,000 
5,889,000 


$364,392,000 


$ 75,500,000  $ 83,421,000 
9,150,000 10,642,000 
43,550,000 55,002,000 
6,400,000 8,486,000 





$ 78,300,000 


$ 41,185,000 


$ 52,200,000 


$ 76,250,000 








$134,600,000 














$157,551,000 





Steel rail (mew and second-hand)...........-ccccccees $ 33,200,000 $ 10,650,000 $ 15,500,000 $ 41,500,000 $ 75,000,000 $ 94,195,000 
RR RE ER nes ee 17,600,000 19,050,000 18,250,000 26,500,000 32,700,000 41,269,000 
UCM THRCETIREE, TAUUGEE, C8E ooo c cc ccccceeccccccceses 32,400,000? 16,950,000 18,500,000 32,750,000 53,700,000 70,971,000 
Structural and bar steel, forgings, shapes, etc........... 23,400,000* 13,750,000 7,800,000 25,200,000 39,200,000 57,330,000 
i. fe eh OU Ree 10,200,000 3,390,000 1,700,000 ‘ 4,650,000 6,200,000 7,194,000 
‘Telegraph and telephone, interlocking & signal........ ,475,000* 6,245,000 6,000,000 13,500,000 25,000,000 30,878,000 
Kolts, nuts, washers, rivets, springs, etc............... 9,700,000° 8,550,000 3,950,000 9,500,000 14,800,000 20,272,000 
ene CRE GO CUI 0 oc ccc awencecciesineas 29,700, "0008 19,150,000 19,400, 7000 27,750,000 47,500,000 65,086,000 
Machinery, boilers, other iron & steel...............00. 12,600, 0007 14, 950,000 9° 450, 000 20,750,000 35,600,000 50,645,000 
OURe GG WEN BIOs oon ck k ccc cesecicscs $177,275,000 $112,685,000 $100,550,000 $202,100,000 $329,700,000 $437,840,000 
Miscellaneous : 

SE iia a Wee Nair aks He REN ietIe cee NUS Yr darenue ene $ 1,740,000 $ 1,350,000 $ 1,750,000 $ 4,950,000 $ 5,100,000 $ 7,628,000 
Lubricating and illuminating oils, etc...............-- 14,900,0008 13,340,000 14,300,00 15,500,000 18,200,000 24,328,000 
IE IIE Oo sc n'wie widid eared wie alae dee Sew 23,800,000° 19,550,000 11,250,000 20,800,000 41,500,000 57,497,000 
a ak aaa Bi a a tak win ile eras brachie dain Roe oN ae 5,750,000 5,160,000 9,300,000 6,850,000 18,500,000 23,750,000 
Apptences for locomotives & CALS... 2c ccecccvccesees 10,000,000 8,650,000 5,150,000 11,750,000 18,000,000 25,043,000 
I ko we wrutew cece oak okasew beees 7,120,000 6,950,000 5,250,000 13,750,000 14,700,000 17,641,000 
i iat dig Soa eiinsh Weide nena’ echoes 13,500,000 11,575, "000 14,400,000 18,500,00 20,300,000 25,567,000 
Supplies for dining cars and restaurants................ 12,810,000 9,350, 000 8,500,000 19,750,000 21,500,000 28,899,000 
i cr Cr iE . caiscrascacheseeenceewnenneone 5,700,000 4,505,000 2,950,000 4,500,000 7,500,000 9,657,000 
Paint supplies, drugs and chemicals 26,200,000" 14,900,000 13, 700, "000 14,500,000 26,800,000 35,985,000 
Train and station supplies and miscellaneous.......... 27,905,000"? 29,400,000 27,450,000 41,300,000 75,600,000 113,757,000 
ee CI hin 4b ein choc eectsuscenseencenes $149,425,000 $124,730,000 $114,000,000  $172,150,000 $267 ,700,000 $369,752,000 
SOE TEED. Were See va Ruan ue aeuend cob weecheauemen $625,000,000 $457,750,000 $445,000,000  $695,000,000 $1,038,500,000 $1,329,535,000 


7 * Data for 1930, 1931, 
freight. 
1 Includes $2,600,000 of gasoline. 
* Includes $7,000,000 of frogs and switches; 
' Includes $3,450,000 of iron bridges; $9,450,000 bar steel; 
* Includes $7,765,000 interlocking and signal material; 


* Includes $7,505,000 bolts, nuts and washers; $2,245, 0 


$25,400,000 of fastenings. 


1932, 1933 and 1934 compiled by Railway Age; data for 1929 by Bureau of Railway Economics. 


Figures include foreign-line 


$2,200,000 boiler steel; $8,300,000 car and locomotive forgings. 


$710, 000 telegraph and telephone. 


* Includes $7,200, 000 locomotive castings; 
7 Includes $5, 400, 000 track tools and motor-car parts; $3,960, 000 ‘helotineg and pumping material; 
8 Includes $5,450, "000 lubricating oil; 
* Includes $1,480,000 tubing ; $12,400,000 brass castings. $3,300,000 pipe and fittings; 
Includes $4,000,000 air-brake material; 

'’ Includes $6,500,000 wood preservative ; 
#2 Includes $2,580,000. auto accessories; $5,500,000 ice and sawdust; 


$1,880,000 illuminating ‘oil; 


of a 


$22,500,000 car casting 


$3,075,000 waste, boiler chemicals, etc. 


$6,000,000 locomotive ee. 
$19, 700, 000 other materia 


Quantities of Material Purchased—1934 


$2,280,000 machinery. 


3 ,500,000 building materials; $2,750,000 foundry 


Timber 
Bituminous Coal Fuel Oil Cross Ties Sw. & Br. Ties & Lumber 

Net Tons Gal. Units Bd. Ft. Bd. Ft. 
 aknce Sid we dbo SEK a0 66m aw Oe 510,180 No report No report No report No report 
PTE ee Diuscwece cesewswaaws 32,075 None 722 131,256 206,355 
A. Met dasketaceeddaandavesa 1,088,162 800,536 1,146,756 3,742,070 10,178,898 
Bang. my CO Peo ee 93,06 10,177 115,951 437,414 No report 
i, Sere ee 788,125 11,493 131,716 873,679 7,822,855 
Camb. Mi Me danesecuscéaneve 16,326 None 12:511 32,520 No report 
Sr sebaeudsdaknwegaese seme 413,336 500,216 419,621 834,302 4,462,054 
SS caceensG Kawuweeuewrn 910,106 385,572 711 147,182 2,289,530 
(cand widen nawaeae 54,964 25,745 63,875 164,210 942,812 
<. C—O >= ere 23,523,167 1,300,585 2,750,055 10,565,810 
Rt ie cepeaackakend daaee No report No report No report No report No report 
CE go ncegwsunecdetewua aon 152,372 64,156 224,737 449,215 953,000 
CS f eer 26,245 None 40,811 No report No report 
See eee 410,753 529,569 None 647,335 7,234,690 
=) eee 89,329 12,000 172,366 809,250 1,874,600 
. > Saar tT 145,000 218,425 19,928 1,022 991,616 
Pe pvundcedgurewckarar vas 265,345 102,610 150,183 575,039 1,659,456 
EL a er re eer Te 774 18,955,671 276,812 584,109 65,241 
Se eee None 104,538 270,291 473,284 
8S) 0) eee 35,826 None 168,590 74,002 80,003 
se 2 Se ere ee 120,155 1,870 142,822 759,750 1,372,880 
S. Te cucalaleden seus ae ane 17,319 4,422 56,492 306,513 199,233 
= ose arr 1,018,145 776,744 268,628 224,987 6,506,499 
eS eer Creer 847 15,284,742 514,111 1,300,918 4,483,218 
2S) SO errr None 801,174 4,688,047 10,147,700 
, EY 2 err 267,502 None 270,423 650,059 2,353,282 
OE SS Serre 136,643,203 2,252,522 No report No report 
EE, cragatneuaw anata cascwe 303,999 122,427 384,081 2,576,133 1,299,126 
RE edd dsadteré edip a acne eer aco 41,035 20,999 9,678 21,646 99,424 
Fe ean cere 9,537 None 25,030 28,196 No report 
ee, EE a ee er 86,531 78,758 420,095 165 sets 3,658,456 
Ss Serer rrr 1,954,585 7,656,776 1,166,279 2,225,143 25,061,607 
ee aa shawn ok we we 492 12,844,688 No report No report No report 
a) ae eer eee 20,377 5 35,169 237,942 34,995 
SS f= POP 185,781 23,877 49,411 212,831 No report 
SOR ree re 1,018,432 758,597 13,172 73,605 6,787,088 
y eS > SS a 24 2,834,118 No report No report No report 
S. P.-Pac. Hmes .....--ccccccecs 182,128 445,049,118 No report No report No report 
Mee Ge vécvesevvesgenress 731,700 106,579,569 1,785,355 10,639,553 21,298,468 
SS rere er 67,259 None 126,221 171,908 51,467 
SE ni cduaciusabiuenadisae Ad 21.058 None 23,116 149,449 _ 18,464 
 _ errr 428,795 427,181 No report No report No report 


totals for 1933, 


Note—For corresponding 


see Railway Age, March 10, 1934. 


$4,930,000 hardware; $1,690,000 hand tools. 


supplies. 

Rail Cement Ballast 

G. F. Bbl. u. Yd. 
12,452 No report 44,175 
492 7 None 
5,131 5,402 No report 
3,822 No report No report 
30,349 ? 154,412 
18 None None 
4,088 1,125 21,887 
325 960 4,826 

36 50 13,421 
27,495 4,693 626,818 
76,791 No report No report 
1,000 None 33,000 
101 3 No report 
5.475 2,387 8,754 
None 9 105 
None 1,211 11 
None 400 991 
None 1,350 25,858 
None 9 None 
None 90 None 
4,961 None 86,804 
None 105 None 
541 1,100 74,301 
None 160 41,502 
17,941 2,359 591,327 
4,237 37 2,372 
25,015 No report No report 
4,593 693 3,997 
500 31 1,189 
None None None 
5,489 28 No report 
7,504 9,827 44,170 
No report No report No report 
one None 
No report 165 508 
, 1,953 8,405 
No report No report No report 
No report No report No report 
17,620 683 No report 
708 6 4.045 
None 106 None 
5,518 3,362 No report 
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iron, forgings and shapes; $10,200,000 for boiler tubes; 
$8,475,000 for interlocking, signal, telegraph and tele- 
phone material ; $9,700,000 for bolts, nuts and washers; 
and $29,700,000 for locomotive and car castings. 

The railroads are also estimated to have spent $14,- 
900,000 in 1934 for lubricants, illuminating oils, grease, 
journal-box packing, etc.; $23,800,000 for soft metals, 
including copper and brass ; approximately $5,700,000 


* Restricted to electrical materials reported separately from other mate- 
rials and equipment. 
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for commercial ballast; $7,120,000 for electrical ma- 
terials,* $10,000,000 for car and locomotive appliances ; 
$13,500,000 for stationery and printing ; $12,810,000 for 
supplies for dining cars and restaurants; $5,700,000 for 
rubber and leather goods and fabrics; and $26,200,000 
for paint supplies, glazing materials and various chemi- 
cals, including those for water treatment. 

Based on reports of 33 roads operating about 50,000 
miles of line, the purchases are estimated to have in- 
cluded $5,400,000 for track tools and motor-car parts, 








Purchases of Representative 


5 Oe ee aS aS es i 


S Ce ANNO Wee O UI 


— 


> Ome Ub 





Fuel Cross ties 
WE. tn ba alale aiangreeacsns + 610.0: Rw eles y woe ew-aw'-Colere $960,658 $575,341 
PORE ED, 5 shina sk Gd eww incase 66,026 13,457 
I a ras oe ka eS gia angiegh a Ee Bae 431,641§ 45,579 
iy I nie ais Soo. ce Gurnee kare elon s 10,150,482 1,082,600 
AE ON OP ee ener rt ree 158,414 100,0717 
MM a a ies os lass acacia Go SiR acy nf Br anlererO IN 3,484,513 876,558 
II Fa gr aad fare aie S05 aks wees & Ciara ek er 8.317,648 891,2267 
Er et ne Te 426,183 58,982 
ett Matiwey Of CICERO... 6 .occ ccc ese nae 454,805 83,390 
cs Ss a er rere rrr ee 2,144,341 297 ,0207 
Ne lhe ei ain es ws ork arias WS wg wae ee weber ALS 3,410,150 110,176 
EE AE ES. mm acy 00ers evans ei sew herein we aravereie 32,269 10,943 
Sg fC Ae oe ater ee train tees 1,031,055 205,923 
Re RG 55 314 sicid aragine 6 rtlasaiere db oreraceistaverktans 2,610,291 4,867 
Be I oils enansiaieara carmte nin eames einiaieeiarenieaes 598,291§ 84,138 
<< . 2 Steere nial benenhamimsieY 154,280 64,770 
OO Saicbsa case esawtartessewsucaionses  Seeeeie . sauamuaiac 
Re as «koe ecaniniane cle hare oa ain eee eaaone 775.3058 180,531 
EE ale cra ece-e atoralad perereteraa Meee es mee 131,294§ 31,337 
oS Se eer rere reer ee 4,765,757 245.1227 
I las io:tire dessins Wises Vie oes eins 4,842,638 1,247,842 
er ee a teernsc Gite alee wictarane Sie eanereiea me ened 1,508,232 315,312 
ee Pe at rg era a sents ourers eo cle Sew oie Rare 12,432 68,7967 
Se, Sh A ae ee eres eee 5,536,390 2,006,722 
ae EOS 3 rr rear er ne 5,263,410 324,144 
Se ee ee 1,926,770 203,523 
I, in Cand Gina gine Cweee.c eke aera s 226,256 154,757 
WM Ghcrwneschccecccepeesewan! S080 es 77,136 35,370 
LN ict etn, aie a wa mma oteG wamiee ee 
TRE eS, is Caweeixtamem een an aeeers 2,299,354 207,424 
1 tg. A GRRE ome one a facet ee 202,802 154,399 
a ee enn eee ther ee 586,901 13,331 
ie} 2 et Sere rr cer ene cae 247,699 46,4187 
| arr ey ree 461,971 207,470 
la ee ae iv gene aa ean ak Gos sige ewer ID LS 4,762,039 1.302.982 
has aie ig Giala eae ae. oud ww ew o eee ees 513.436 198,113 
ip OO | re er pee re 37,600 42,214 
Oe EL, wicdkce dials ch ONe Sec eesven wees wes 100,962 62.404 
i ee a en ee re a 5,894,246 1,564,6347 
a ee, en er err rer rc mire 147,501 96,905 
he REN ree ee arer ere ea 252,883 128,306 
Pea ed ral crave a Kyocare iahearalioviaar eras sm SSSTeLe Sia SIRI 6,531,126 1,736,209 
i i wk ateccre ea oa Rlerat nea Wis wera bros See 548,976 87,662 
eS OS Se er ere eee oe 82,121 29,757 
a Sk Ye aero rer: Pere rer Te eee 228,597 14,086 
Bes a Rinigecee cece e Ones ek ma arkb ae aa sae e 3,948,210 268.772 
a Serer rT re rer ey ee 158,303 195,512 
a 3 Se errs ere ree 3,820,998 636,186 
Me. C. and Port Term. Co...........++++ 0 1,261,080 383,481 
| A Se ee ee 1,875,036 535,0987 
POR 8 a eer errr 1,636,401 427,288 
IN. as. sata aiale-eiwlesere ia talererar’ e260 1,805,736 1,873,263 
ES re rer 598,072 254,326 
ee errr re 102,451 60,600 
Montour See re re ee 76,380 17,286 
ee SS EO ry etn ee 806,099 321.4957 
New . NERS Ere re re ee 46,393 19,795 
N.. we © > Ee Bsc asctees: Geonames  §§ ~semrceyes 
| ee 2 BRM oi ieee meee.  GNaneIERt  - ‘ariuaeuaines 
N. ¥ SS Seer ce ee 4,179,511 2875007 
(a. eer errr rr ee re 278,658 249, 1095 
34 ‘437t 
791,650 
33.019 
39,437 
49,205 
13,018 
See O.M. 
1,042,674 
7,733 
17,806 
1,033,545 
2,822,780 
5 628,765 
‘ eg 107,857 
(ee See ee ee er er Te 2,174,560 294,4687 
pi fee See eee een eer er 1,070,449 279,0047 
Be Pe Dei sca gs a havehse el nun deeiain ate Roel OEM aD 9,166,944§ 678,067 
ida hatin acces cillere Senki Roane acahee ,613 29,742 
WEEE. 5G cock ce cisen wane ec weee eeae 454,947 233,0067 
LEE ER eae RO een rae ee 2,277,636 685,174 
EE oie osixichcnkal cle a havale winnie som ealemmtetes 731,035 412,395 
ED EE DO aera See ee meee ree 903,200 250.0007 
VEE ce Cece madeiunenwenietwes?< 454,5668 71,423 


* December estimated. 
7 All ties. 

¢ Forest products. 

§ Locomotive fuel. 





Railroads, 12 Months, 1934 
Ratio pur. to 
op. rev. 1934 
Rail Other material Total 1933 total per cent 
$419,913 $2,159,145 $4,115,052 No report 24.8 
13,12 13,676 206,288 No report Se 
Sa 233,389 713,998 No report 21.4 
1,338,851 10,917,559 23,489,492 $17,512,511 18.3 
18,182 424,445 701,112 537,086 24.9 
193,153 4,171,214 8,725,438 6,893,704 22.0 
1,244,739 12;242/831 22,696,442 13,298,214 16.8 
50,258 586,929 1,222,352 976,891 19.8 
51,932 268.702 858,829 No report 
77,593 1,509,293 4,028,262 3,566,570 
1,111,980 5,204,245 9,836,551 6,247,098 23.2 
4,638 341 118,191 No report 11.3 
151,848 1,525,161 2,913,987 2,245,460 21.7 
14,332 ig 621 971 4,251,461 3,691,621 14.5 
19,238 "484,899 1,186,529 1,101,531 23.8 
19,720 186,254 425,024 No report 22.2 
omit i wienteeaut 14,035,058 10,944,695 13.0 
157,540 1,096,311 2,209,687 1,759,899 17.3 
Sietaleretans 45,648 508,279 471,485 17.1 
953,806 9,453,183 15,417,879 11,767,976 4 
1,034,656 8,154,726 15,279,862 11,751,523 
126,463 1,352,579 3,302,586 2,845,581 
99,714 517,983 698,925 842,378 
731,631 8,766,128 17,040,871 No report 
119,529 6,427,524 12,134,607 9,395,390 8.1 
Pr 1,322,044 3,452,344 2,837,867 Zax2 
40,660 401,494 823,167 564,455 15.7 
1,552 108,343 222,401 170,071 25.4 
226,927 3,043,572 5,155,885 4,443,592 2.0 
417,591 4,436,599 7,360,968 No report 16.4 
seta iekeae 390,960 748,161 393,488 12.8 
isa reret tle 978,845 1,579,077 No report 16.6 
Neate 115,403 409:520 268,288 18.7 
ean amaneee 624,555 1,293,996 1,573,161 12.5 
1,212,941 a 950 14,577,927 10,932,952 18.4 
secterarenecets 27,241 1,238,790 1,191,689 16.3 
si duribiatesata *49" 240 129,061 No report 19.0 
Pe ete 125,989 289,355 229,859 28.0 
798,275 6,343,696 14,600,851 8,455,957 20.6 
en eee 90,837 335,243 No report 28.5 
118,633 694,826 1,194,648 633,181 22.8 
848,703 15,827,598 24,937,636 14,059,568 27.2 
Sceean 898,428 1,535,063 1,405,598 16.0 
‘inncauaa ei ais 127,758 239,636 159,472 16.8 
127,291 347,291 717,265 504,608 20.8 
19,702 4,785,827 9,022,511 No report 22.6 
hia teak 884,153 1,237,968 628,266 27.8 
659,217 5,082,947 10,199,348 9,293,354 14.6 
155,189 1,062,304 2,862,054 1,781,001 26.4 
64,073 1,916,425 4,390,632 3,756,379 19.6 
179,328 2,492,895 4,735,912 3,168,577 17.9 
962,047 15,240,183 19,881,229 17,121,052 20.4 
142,311 672,788 1,667,497 1,377,620 19.5 
65,706 129,564 358,321 No report 9.4 
18,483 232,079 344,228 283,153 18.4 
146,332 1,295,461 2,569,387 2,724,007 20.0 
ing reese aies 31,435 97 ,623 No report 24.2 
meee  ~wihetenatwate 51,584,565 43,533,681 16.4 
Sire Saneeroeinad 5. "328, 719 4,008,164 16.0 
944,960 7,194,018 12'605,990 6,110,894 17.6 
116,126 393,527 1,037,406 675,639 21.8 
285,420 10,222,929 15,054,244 7,787,378 29.4 
27,253 201,582 524,343 298,269 16.3 
3,797,054 34,022,884 55,872,680 43,069,292 17.5 
casteews jj siieataas 4,590,844 3,673,944 18.6 
ace eats 47,205 18,927 129,382 18.5 
12,170 111,529 220,158 152,569 24.8 
277 185,882 342,090 305,288 12.5 
330,334 3,531,362 7,882,593 6,006,128 14.6 
See O.M. 857,334 1,404,001 1,163,016 22.8 
644,242 5,198,140 9,830,977 8,574,417 23.6 
Rees See 93,464 1,368,045 1,796,640 9.7 
2,257 55,299 134,973 No report 30.8 
873,606 4,427,180 9,066,320 6,447,375 24.6 
575,009 7,285,190 16, 268,988 12,456,842 16.4 
1,880,507 9,788,226 20,634,986 10,966,960 17.8 
22,683 157,003 "403,434 360,139 19.0 
aj svettatalas 3,155,411 5,624,439 3,209,346 17.6 
72,773 2,306,850 3,729,076 2,538,882 16.7 
960,672 12,880,261 23,685,950 18,935,707 19.1 
«aebasatboe 41,001 96,356 109,718 13.2 
87,424 764,518 1,539,897 No report 11.6 
369,186 3,753,446 7,085,442 4,695,706 18.5 
200,331 1,795,470 3,139,231 2,205,859 22.6 
272,600 1,219,500 2,645,300 1,895,044 21.5 
174,708 1,553,349 2,254,046 No report 20.0 
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$3,960,000 for hoisting and pumping material, $2,280,- 
000 for machinery, $3,300,000 for pipe and fittings, $4,- 
930,000 for hardware, $1,690,000 for hand tools exclu- 
sive of track tools, $2,580,000 for automotive accessories, 
$5,500,000 for ice and sawdust, and approximately $6,- 
500,000 for wood-preserving chemicals. 

Disregarding fuel, approximately $158,000,000, or 25 
per cent of the total purchases last year, were for mainte- 
nance of way and structures; approximately $150,000,- 
000, or 24 per cent, for maintenance of equipment; 
approximately $41,000,000, or 6.5 per cent, for trans- 
portation; and ‘approximately $54,000,000, or 8.6 per 
cent, for materials for two or more departments. 

Purchases in the aggregate are estimated to have in- 
volved approximately 83,000,000 tons of coal, 1,900,000,- 
000 gal. of fuel oil, approximately 23,500,000 gal. of 
lubricating oils, 25,000,000 gal. of illuminating oils, 32,- 
600,000 gal. of gasoline and other fuels, for internal- 
combustion engines, 840,000 bbl. of cement, exclusive 
of that furnished by contractors, 52,500,000 cross ties 
and 1,065,000,000 ft. b. m. of timber and lumber, in- 
cluding switch and bridge ties, together with 11,100,000 
yd. of ballast purchased from commercial concerns. 

The roads spent 23 per cent more for fuel in 1934 than 
in 1933, while expenditures for forest products were 
90 per cent greater in the previous year, with iron and 
steel expenditures showing a 57-per cent increase and 
miscellaneous expenditures a 20-per cent increase over 
the previous year. While increased prices under the 
codes were responsible for some of the increase in ex- 
penditures for fuel and materials and supplies, the 
comparative figures indicate substantial increases in the 
volume of all principal lines of railway buying. The 
increases are especially marked in ties, lumber, rails, 
track materials, car and locomotive castings, bearing 
metals, car and locomotive appliances, electrical ma- 
terial and paint supplies. Significant of the trend of 
purchases, so far as they are shown by expenditures 
alone, is the fact that total purchases, after declining 
from 21.8 per cent of total operating revenues in 1929 
to 14.1 per cent in 1932, rose to 14.6 per cent in 1933 
and to 18.4 per cent in 1934. 


Increases General 


The expenditures for fuel and for materials and sup- 
plies in 1935 were larger on practically every railroad 
in the country than in 1934, the increases ranging from 
10 to 90 per cent. The annual bill for fuel and for 
materials and supplies was approximately $6,000,000 
higher than in 1933 on the Santa Fe, $2,000,000 higher 
on the Atlantic Coast Line, approximately $9,000,000 
higher on the Baltimore & Ohio, $3,500,000 higher on 
the Boston & Maine, Chicago & North Western, Chi- 
cago, Burlington & Quincy, the Erie and the Great 
Northern, approximately $3,000,000 higher on the Rock 
Island and Missouri Pacific lines, approximately $10,- 
000,000 on the Illinois Central including purchases with 
P.W.A. funds, $8,000,000 higher on the New York 
Central lines, $12,000,000 higher on the Pennsylvania, 
$4,000,000 on the Southern and $5,000,000 higher on 
the Union Pacific. 


Increases in January and February 


Incomplete reports for 1935 indicate expenditures for 
fuel and materials and supplies of $46,500,000 in the 
month of January and $48,000,000 in February.* These 
totals are higher than the corresponding totals in 1934 
and the purchases in December, 1934, and show in- 


* For purchases by months, see issue of January 12, 1935. 
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‘general maintenance. 








March 30, 1935 


creased expenditures for fuel, ties and materials for 
The increase in dollar expend- 
itures over January and February last year reflects to 
some extent increases in material prices but also the 
preparations for such increases in maintenance work as 
were permitted by the temporarily better tone of earn- 
ings. The extensive work in air-conditioning passenger 
equipment is especially noteworthy. 


The Story of the 


December 1 Issue 
(Continued from page 500) 


doldrums and must in some way be revived if we are ever to get 
out of this morass in which we are all now floundering. 
WitittaAm L. SWEET, 
Treasurer, Rumford Chemical Works, Rumford, R. I. 
It is a most outstanding piece of work and I congratulate you 
and your colleagues upon its excellence. At a time when every- 
one seems to be taking a “pot shot” at the railroads, it is most 
encouraging to see such a splendid exposition of rail transporta- 
tion and the support given by the allied industries. The adver- 
tising pages vie in interest with the editorial section. In every 
way, the December 1 issue is a memorable one. 
CHartes H. EYLes, 
President, The Richard A. Foley Advertising Agency, Inc., 
Philadelphia, Pa. 


I am especially interested in the attitude taken by Mr. Eastman 
in regard to the co-ordinating of all railway and other transpor- 
tation agencies, and put them under the general supervision of 
one governmental commission. This is what I have been advo- 
cating for the past 26 years. It seems to me that until this is 
done there will always be an unfair distribution of governmental 
restrictions and governmental favors with respect to certain 
transportation agencies. 

I agree with you thoroughly that the railroads have been dis- 
criminated against and that this discrimination must cease if the 
railroad transportation industry is to come back into its rightful 
place in our economic organization. 


Roya MEEKER, 
President, Index Number Institute, New Haven, Conn. 


From Others 


I have read almost from cover to cover the December 1 edition 
of the Railway Age and I found it far more interesting and 
stimulating than the novel I laid down to pick up your magazine. 
For nearly 40 years I have been reading and writing briefs and 
arguments. Never have I read one that was clearer, more to the 
point, or more convincing than that contained in your publication. 

If arguments such as this do not prevail in the long run, it will 
be one more demonstration of what we all fear to be the fact 
—that the most vital public questions are decided along the lines 
of political expediency and not on their merits or with the real 
good of the public in view. 


RoceEr SHERMAN, 
Member, Tenney, Harding, Sherman & Rogers, Chicago, III. 


I have read with great interest and profit, and am greatly im- 
pressed with the wonderful argument, cogent and unanswerable, 
that it recites. The nation is under much obligation to you and 
the Railway Age for this effort, and the pains and expense that 
you have incurred in bringing the argument to the attention of 
so many legislators and other persons of like influence. I am 
sure that the railroads will appreciate so forceful a presentation 
of their situation and troubles. Do not slack your hand in the 
work you have undertaken. 


J. W. Repmonp, 
Lawyer, Newport, Vt. 


I quite agree with the general attitude that you take; and have 
felt for a long time that the railroads ought to be given a fair 
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“shake.” Certainly I am not in favor of granting to railroads 
any favors that they are not fully entitled to, but I do feel that 
an industry that has so great a bearing on our national well being 
ought to be given the fair and decent consideration it is enti- 
tled to. 
Roy F. Crow ey, 
General Manager, The Tinley Farms, St. James, Minn. 


I know we have to have a good railroad system in this country. 
Right now with 4 or 5 inches more snow the trucks are done. 
We are building highways and letting the trucks tear them up. 
Our people do not seem to understand that we cannot afford to 
keep up two systems of transportation. 

J. E. EAstGAte, 
Owner, Eastgate’s Willobank Farm, Larimore, N. D. 


It seems to me that the case for the revival of durable goods 
industries through encouragement of the railroads has been 
convincingly presented, both in the editorial pages and in the 
advertisements. 

Epwarp S. CowprIick, 
New York, N. Y. 


You are to be congratulated on conceiving and carrying out 
stich a means of conveying to a non-technical reader the story of 
the railroad situation as it appears to be today. 

Puittie HEwEs, 
Avon, Conn. 


I am sure this issue will be read with much interest and 
benefit. 

Rev. CHarwtes E. CoucuHtiin, 

Royal Oak, Mich. 


Freight Car Loading 


EVENUE freight car loading in the week ended 
R March 16 totaled 597,432 cars, an increase of 10,162 

cars as compared with the preceding week but a de- 
crease of 30,117 cars as compared with the corresponding 
week of last year. This was, however, an increase of 143,- 
795 cars as compared with 1933. Miscellaneous freight 
and forest products showed increases as compared with 
last year. The summary, as compiled by the Car Serv- 
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ice Division of the Association of American Railroads, 
follows: 


Revenue Freight Car Loading 


For Week Ended Saturday, March 16 





Districts 1935 1934 
ee ES Pee Ae 136,353 150,84 
oe ere sr eee Secure 120,349 128,236 
PI Ua oc5 2 coca cia oieerarehieate cio ae ain 46,974 48,202 
IES Se AE DE eee as a eee ee 94,525 96,633 
NMI hea in Seeds aura ni Gigi ate ears 69,028 69,719 
CE II og cin 6 occas were wins : 84,072 84,469 
CMMI ors osc cies Seance Sourav ee 46,131 49,445 
Total Western Districts. .........5 665 doce 199,231 0 749 
OE: FU I ne cisterns sarah ZR hole 597,432 627,549 453,637 
Commodities 

Grain and Grain Products.............. 25,778 6.750 
eae ee 11,762 14,03 12.293 
Co | EE Ce Se ear ne ee eee ee 133,533 149.48 O77 
Coke a ee I eC eS ae a en ee eee ae 6,377 5,/ 6 4.349 
We PU Soe senso os is wediw eaten 25,337 25,290 14,530 
Me 5 ates aan arcane! ie wo Se BH i6 he a a abit 3,548 4,010 2,486 
eo La OF Ost ee eee 160,267 166,193 153,176 
PURINE 2 oleh eoiios.& crea ange Rieke 230,830 227,803 150,776 
pee Ay Seles Pe Gees eR AE 8 597,432 627,549 453.637 
MEI CON sae bie enone rnc eee ase scot weiahe 587,270 614,120 441,361 
I i x taco Sig tear ais Has aca timate satucanardoacats 604,642 605,717 481,208 
eg Se eran re eee 552,896 574,908 462,315 
IIE 55a. oleic era alns vigtoie wird ere lord 581,981 600,268 517,529 

Cumulative Total, 11 Weeks........ 6,285,416 6,344,94 70,980 


The freight car surplus for the last half of February 
averaged 320,103 cars, an increase of 13,163 cars as 
compared with the number in the first half of the month. 
The total included 191,613 box cars, 78,337 coal cars, 
27,184 stock cars, and 8,174 refrigerator cars. 


Car Loading in Canada 
Car loadings in Canada for the week ended March 16 
totaled 43,358 cars, as against 43,973 last year and 41,- 
823 cars for the previous week, according to the Do- 
minion Bureau of Statistics. 
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A\nnual Report of Pullman, Inc. 


HE annual report of Pullman Inc. and subsidiaries 
7 for the fiscal year ending December 31, 1934, re- 

flects the distinct improvement that took place in 
both its sleeping car and its manufacturing operations 
during the year. This is shown most directly in the net 
earnings for the year of $2,957,669 or 76 cents per share, 
compared with a net loss of $2,672,864 in 1933. Cur- 
rent assets at the end of the year totaled $69,474,997 and 
current liabilities $10,512,517, as compared with $73,- 
622,472 and $10,668,844, respectively, in 1933. 

The outstanding feature of the 1934 operations was 
the recovery in earning power in both branches of the 
company’s activities, after two years of deficits in each 
of these divisions. In carrier business, the expansion in 
the volume of rail passenger travel led to an increase in 
gross revenues of $5,208,000 or from $39,316,000 in 
1933 to $44,524,000 last year, producing net earnings 
of $597,355 as compared with a loss of $564,426 in 1933. 
In the manufacturing branch, notwithstanding a con- 
tinued low volume of new car construction, but aided 
by a good volume of air-conditioning work and mis- 
cellaneous parts sales, a profit of $1,292,591 was realized, 
as compared with a loss of $3,825,077 in 1933. The 
consolidated income account as of December 31, 1934, 
as compared with 1933, follows: 














1934 1933 
Earnings: j 
From sleeping car business of The Pullman 
Company, after deducting all expenses in- 
CIGORE OO CHETATIONG. 2 oc cccccceccerseccess $9,808,157 $8,621,543 
Less: Charges and allowances for depreciation. . 9,210,802 9,185,969 
$597,355 $564,426* 
From all manufacturing business, Pullman Rail- s 
road, and other miscellaneous properties, after 
deducting expenses incident to operations... $4,075,030 $1,046,937* 
Less: Charges and allowances for depreciation. . 2,782,439 2,778,140 
$1,292,591 $3,825,077* 
From security investments, etc., less adminis- 
tration expense of Pullman, Inc............ $1,734,630 $1,716,639 
Total earnings from all sources.............+- $3,624,576 $2,672,864" 
Less: Provision for federal income tax........ are 8 2 2—Ss Raves 
Balance carried to surplus. occ scccccccccese $2,957,669 $2,672,864* 


* Figures in italics denote deficit. 


David A. Crawford, president, in his letter to stock- 
holders, says in part: 


The reaction of the traveling public to the improved rail 
services available during 1934, particularly in the air-conditioned 
cars, was very favorable and encourages the hope for continued 
traffic improvement in 1935. That year will witness a substantial 
expansion in the number of air-conditioned Pullman cars in oper- 
ation, further improvements in equipment and refinements in serv- 
ice, and the speeding up of train schedules and restoration of 
services suspended during the depression, all of which should 
increase the appeal of the Rail-Pullman travel services and hasten 
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traffic restoration to more normal volume than in recent years, 
particularly if accompanied by continued improvement in general 
business activity. 

Capital expenditures by the railroads tend to parallel closely 
the trend of railway net income, and under the compelling in- 
fluence of the subnormal level of railroad traffic and earnings 
in the last four years, the carriers have been forced to cur- 
tail their equipment replacement and maintenance expendi- 
tures to an abnormal degree in order to conserve liquid resources. 
This has led to a marked increase in bad order equipment as 
well as in the number of obsolete or worn-out units on line, 
and is hastening the extinction of the surplus of good order 
freight cars, which has been reduced by more than half in the 
last two years and is rapidly dwindling. The situation is ag- 
gravated by the fact that equipment retirements have proceeded 
at about the normal pace during the last four years but replace- 
ments have not been sufficient to maintain the stock of equipment 
at the starting level in each of these years. 

Obsolescence of existing equipment has been accelerated during 
the past few years by the development of new types of freight 
and passenger cars, with demonstrated possibilities of materially 
reducing operating costs and of contributing to improvement in 
service and efficiency. It is, therefore, obvious that considerable 
modernization of equipment stocks is indicated for the future. 
Railway management is fully cognizant of this situation and will 
undoubtedly embark upon an adequate program of improvement 
when traffic and earning encouragement is present. Financing 
of equipment purchases has been and still is available on very 
favorable terms by loans from governmental agencies. 

During 1934, there were gross additions of $7,243,497 to the 
property and equipment account, classified as follows: 
Air-conditioning apparatus in cars.................. $5,423,313 


Routine additions and betterments to cars............ 101,015 
44 steel cars rebuilt and revalued..................6. 1,232,500 
Improvements at laundries, shops, district offices, etc. . 135,757 
Improvements at manufacturing plants............... 350,912 

$7,243,497 


Four new Pullman sleeping cars, of aluminum-alloy construc- 
tion, were completed in 1934 for operation in the first new-type 
motorized sleeping car train built in this country but as that train 
had not been placed in regular revenue service at the year-end, 
these cars have not yet been added to the equipment list of the 
sleeping car subsidiary or included in the above list of capital 
expenditures on new equipment in 1934. During the year 49 cars 
were retired; 44 of these were rebuilt and returned to service, 
wg | a total of 8,473 cars on the equipment list at the close 
Oo ’ 

At the close of 1934, there were in service 1,291 air-conditioned 
Pullman cars and there is now under way a program for equip- 
ment of 2,000 additional Pullman-owned cars to be ready for 
service during the coming summer. With similar progress in 
equipment of railroad-owned passenger train cars, practically all 
of the important passenger trains in the country will soon be 
fully equipped with air-conditioned cars. It is believed that the 
facilities thus afforded for cool, clean, quiet, as well as safe, travel 
will add greatly to the appeal of the rail passenger services. 

_ The engineering, manufacturing and operating staffs are work- 
ing intensively on plans for new types of Pullman sleeping and 
parlor cars for use in high-speed trains for overnight and trans- 
continental services. At least three complete trains of that kind, 
including 11 Pullman-owned sleeping cars will go into operation 
during 1935, and the manufacturing and sleeping car subsidiaries 
of your company are prepared to co-operate with the raliroads 
in the development of such new services and equipment therefor. 








The Pullman Company—tTraffic and Operating Statistics 


Item 


Comparative Statement For Years Ended December 31 
1930 1931 





: 1932 1933 1934 
EE A cankntesbaeensanesead-ecenk een maeeeeeee 9,860 9,483 9,279 8,478 8,473 
Cars operated ....ccccccccccccccescccccccccccccccocccece 8,559 ? 7,402 5,693 4,944 5,029 
Se tee ihe Wt be a ER bn br 0600460 R CC ChE E ROS 1,183,668,557 1,025,164,501 799,484,608 710,747,267 737,167,857 
Revenue passengers: 

Berth pede RrR PRES COCA Nt NGEens ohenyee meu 18,498,844 14,583,183 10,185,444 9,248,461 10,258,642 
Te se ee 10,861,342 8,401,738 5,564,063 4,468,077 4,846,707 
ee sukcclsnie bedinsa dates tsdencdaelenbaiales 29,360,186 22,984,921 15,749,507 13,716,538 15,105,349 

NED SUIRNNEE BED 6 poeic cdccctérivesséeqnessouves 12,515,414,775 9,891,910,222 6,757,760,858 6,141,986,577 6,891,002,293 
EP eT er re re ree $77,666,074 $63,683,507 $44,196,043 $39,316,239 $44,523,817 
_ Average per Caro... . eee eee cette cece cence eeeeeeees $9,074.31 $8,603.44 $7,763.50 $7,952.31 $8,853.77 
eae aed tininina cease ew ee oe alec ae ee nee $72,729,214 $60,773,171 $45,416,077 $39,880,665 $44,124,174 

Average Per CAT... eee eee cece cece cece cece eeeeeeees $8,497.40 $8,210.37 $7,977.53 $8,066.48 $8,774.297 
Net earnings from Cars .........sceesccccccccccccsseces $4,936,860F $2,910,336f $1,220,034* $564,426* $399,643t 
Traffic averages: 

Average TEVENWE PEF PASHENEr. .. . 2.2 ceccccccccccccece $2.65 $2.77 $2.81 $2.87 2.95 
Average net earning per passenger...........eeeeceees ee $0.13 $0.08* $0.04* 0.03 
Average net earnings per car per day...........s..0000- 1.58 $1.08 $0.59* $0.31* $0.22 
Average mileage per car operated...............00000. 138,297 138,496 140,438 143,760 146,589 
Average journey per passenger (miles)................- 426 43 429 448 45 

Average miles per car per day..........ccccsccccccecs 379 379 384 394 402 
Average loading per car (passenger).............eee0e 10.57 9.65 8.45 8.64 9.35 





* Figures in italics denote loss. 
+ Includes Pullman proportion of expense of operation of air conditioning equipment. 
t After provision for Federal Income Tax. 















Investigation of Railroad Financing 
Proposed in Senate 


Committee on interstate commerce, after hearings, is expected 


PRELIMINARY hearing as to whether the 
A Senate committee on interstate commerce shall 

recommend adoption of the resolution introduced 
by Senator Wheeler proposing a comprehensive investi- 
gation of railroad financing, with particular reference to 
“banker control,’ has been held before the committee 
during the past week and the committee was expected 
to decide the question in executive session on Friday 
by making a favorable report on the resolution. At the 
hearing on Wednesday Co-ordinator Eastman favored 
its passage, saying that he thought the committee, with 
the help of the commission, could explore the situation 
and develop facts to better advantage than the commis- 
sion could alone and that he hoped the investigation 
could be so conducted that the “good side as well as the 
bad side” would be developed. Senator Wheeler said 
that if the investigation is ordered it will be deferred 
until Congress adjourns and will not interfere with the 
consideration of the Eastman transportation program. 

The testimony has consisted mainly of charges of al- 
leged financial mismanagement and speculation with rail- 
road funds in connection with the affairs of the Missouri 
Pacific and the St. Louis-San Francisco made by Charles 
A. Beard, chairman of an independent committee of Mis- 
souri-Pacific bondholders, Maxwell Brandwen, counsel 
for the committee, and J. L. Kraus, counsel for a group 
of Frisco bondholders, followed by comments by Com- 
missioner Charles D. Mahaffie of the Interstate Com- 
merce Commission and Chairman Jesse H. Jones of the 
Reconstruction Finance Corporation. The charges were 
based largely on facts already brought out in investi- 
gations by the commission and in proceedings in the 
courts having jurisdiction over the trusteeships of the 
two properties which the first three witnesses asked that 
the Senate committee investigate further, saying that 
the government agencies were lacking in power to go 
into the records of bankers and brokers for proof of 
some of the inferences which they drew from the facts 
already developed. 

Commissioner Mahaffie and Chairman Jones declined 
to agree that the government agencies were as unin- 
formed as the witnesses had indicated, but they indi- 
cated that they would be inclined to favor legislation 
prohibiting railroads from acquiring securities of others, 
without commission approval. Commissioner Mahaffie 
said the commission had recommended such legislation 
as long ago as 1913. He said that so far as operations 
by railroads are concerned the commission can get any 
information it wants but that it has no mandatory power 
to compel the disclosure of affairs of bankers and in- 
dividuals not officers of railroads. Chairman Jones ex- 
pressed the opinion that the R.F.C. is in a position to 
get any information it desires before making a loan to 
a railroad because of its power to withhold a loan. 
Commissioner Mahaffie said it was rather difficult to 
prohibit extravagant payments which a railroad has legal 
authority to make or to “correct much in a financial way 
after the money is lost.” 
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Asked if he thought it necessary to conduct an in- 
vestigation of the affairs of all railroads he said that 
would be a matter of policy but that he would doubt if, 
taking the railroads as a whole, the character of prac- 
tices charged was much indulged in. 


Proposed Loan to Missouri Pacific 


Much of the testimony seemed intended to prevent a 
large loan being made to the Missouri Pacific by the 
R.F.C. in connection with a reorganization of the prop- 
erty which would continue the present control and Mr. 
Brandwen told the committee that the Van Sweringens 
were asking a loan of $75,000,000. Mr. Jones said that 
no such definite figure had been suggested and that as 
yet no definite reorganization plan had been discussed 
with him by the Van Sweringens, but he said that if 
the corporation goes into such a plan it intends to see 
that it is such as to protect all classes of creditors and 
afford a clean new first mortgage for any new money 
to be advanced as well as for the loan already made to 
the Missouri Pacific, as well as one which would be a 
good investment. 

Mr. Jones said the railroads are controlled almost en- 
tirely by the banks and that “that is rather natural,” 
but he thought such control was not always in the inter- 
est of the railroads and that a “very good purpose 
might be served” by an investigation as to the extent of 
such control. 


Talk of Criminal Prosecution 


The charges made by the bondholders’ representatives 
were such as to cause Senators Wheeler and Couzens to 
talk of criminal prosecution. The specific statements 
were confined to the two railroad systems, although the 
witnesses indicated a belief that a thorough inquiry would 
disclose similar affairs in other roads. Dr. Beard, as 
reported briefly last week, had outlined several examples 
in which he said that bankers and directors had specu- 
lated with the funds of the companies without proper 
authorization or recording of the transactions and had 
urged the proposed investigation “with a view to the 
elimination of men who have hertofore used their control 
over the American railroads in a manner dangerous to 
investors and the country at large.” Messrs. Brandwen 
and Kraus went more into detail regarding the trans- 
actions complained of. A more temperate explanation of 
the same transactions was offered by Messrs. Mahaffie 
and Jones, indicating that the general collapse of earn- 
ings and values after 1929 were important factors. 


Charges Made by Bondholders’ Representatives 


Mr. Brandwen told the committee that, by order of 
O. P. Van Sweringen, some $3,000,000 of Missouri 
Pacific money had been used, at a time when it was 
needed for interest payments, for the purchase of Mis- 
souri Pacific stock, to bolster up the price of similar 
stock held by the Alleghany Corporation, and that after 
the price fell it was concealed as an advance to a sub- 
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sidiary corporation, being revealed in a recent report 
made by Price, Waterhouse & Co., to the trustees. He 
also said that the Van Sweringen interests in 1929 had 
bought terminal property at Kansas City through a 
company called Terminal Shares, Inc., at a cost of some 
$19,000,000 and in December, 1930, had “unloaded” it 
on the Missouri Pacific at cost plus carrying charges, 
although the value of the property had fallen. Counsel 
for the R.F.C. had taken the matter to court, charging 
fraud, he said, and it had been referred to a special 
master to determine whether the trustees should be 
bound by a contract to purchase the property, on which 
a part payment had been made. The special master 
had found no fraud in the transaction but had reported 
that the price should be reduced to about $14,000,000. 
Mr. Brandwen also said that the Vaness Company had 
been used to collect “service charges” from the Missouri 
Pacific although the I.C.C. and the R.F.C. had been un- 
able to find out the exact amount of the charges or why 
they were paid. 

Asked if these matters had been presented to the 
I.C.C., he said they had, by his firm, and possibly by 
others. He said that O. P. Van Sweringen had been in 
Washington recently’ seeking a loan from the R.F.C. 
and that he had just learned that a plan had been sub- 
mitted contemplating a loan of $75,000,000, in addition 
to the $23,000,000 already loaned to the Missouri Pacific, 
under which the Van Sweringens would still have an 
opportunity to deal with the property. “Instead of being 
given a loan they ought to be put in jail, oughtn’t they ?” 
said Senator Couzens, and later in the day he was quoted 
as saying that if Mr. Jones has under consideration any 
plans with the Van Sweringens “he too ought to be 
put in jail.” 

Senator Wheeler said it seemed to him that the I.C.C. 
ought to go as far as it could and that “in these cir- 
cumstances this committee should go into these matters 
to determine also whether there should be criminal prose- 
cution of the people who have perpetrated these frauds. 
The only way Congress can get this information is to 
have it brought out by this committee.” When Mr. 
srandwen said the terminal property had been purchased 
from packing companies Senator Couzens asked if it had 
ever been suggested that this was in the nature of a 
rebate to the packing companies. Mr. Brandwen said 
he thought that a “probable explanation but could only 
indulge in conjecture as to how much would be revealed 
by a real investigation.” 

The witness told the committee that the Van 
Sweringens and the bankers are trying to use govern- 
ment funds to perpetuate their control over this “rail- 
road empire” and that he thought the Van Sweringens 
personally did not have a penny in the Missouri Pacific 
system but are “completely in hock to a banking syndi- 
cate headed by J. P. Morgan & Co.” 

Later in the day Mr. Jones told newspaper men that 
©. P. Van Sweringen had been in conference with him 
as to plans for reorgantzing the road and that he under- 
stood an issue of $175,000,000 of new first mortgage 
bonds was proposed and that some new money was de- 
sired, part from the R.F.C. and part from other sources, 
but that there had been nothing like an application. 


Frisco Also Considered 


J. L. Kraus, representing Frisco bondholders, dis- 
cussed the purchases of Rock Island and Gulf, Mobile & 
Northern stock for the Frisco by Speyer & Co., which 
he said represented a loss to the road and a profit for 
the bankers. The G. M.&N. transaction had been the 
subject of an investigation and report by the Interstate 
Commerce Commission, which had criticized the directors 
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of the Frisco for ratifying a purchase made over a year 
before on the authority of E. N. Brown, chairman of 
the board. Mr. Kraus, however, indicated that if the 
price had not gone down it would have been treated as 
a purchase by the bankers for their own account. 
Mr. Kraus also put into the record copy of a letter 
written in 1927 by J. M. Kurn, president of the Frisco, 
to Chairman Brown, saying the Frisco was being 


*“crucified” by the prospect of a consolidation with the 


Rock Island because connecting lines in competition with 
the Rock Island were diverting their traffic and urging 
either that the consolidation be effected or that there be 
a definite financial separation. He said Mr. Kurn had 
testified recently in court proceedings in St. Louis that 
some of the stock purchases were made at a time when 
the New York office was writing to him telling him to 
cut down expenses drastically to show some earnings 
for the stock and when maintenance of equipment was 
being “slaughtered” and many employees were being 
laid off. 

Commissioner Mahaffie, testifying before the com- 
mittee at its request on March 26, pointed out that the 
commission would have no jurisdiction over the terminal 
property transaction unless the Missouri Pacific applied 
to it for authority to acquire control. It found out about 
it through the report of cash disbursements on the con- 
tract and “developed pretty well the facts,” but in view 
of the court decision in the case in which it had ordered 
the Pennsylvania and the Pennsylvania Company to 
divest themselves of stock of the Wabash and Lehigh 
Valley that the acquisition was for “investment,” it would 
have been difficult to prevent the purchase of the terminal 
property by the Missouri Pacific even if it were made 
outright. 

The purchase of the Gulf Mobile & Northern stock 
came to the attention of the commission shortly after it 
was made, he said, and the commission had criticized 
the directors but at that time it was not illegal for 
one carrier to buy stock representing less than control 
of another and the only thing the commission could 
do was to make public what seemed to be some “peculiar 
features” of the transaction. Also, the purchase of Rock 
Island stock was less than numerical control, although 
the commission’s power in such cases has been increased 
by the law of June, 1933. When Senator Couzens 
asked why the commission had not asked Congress for 
more authority “all these years’ Mr. Mahaffie replied 
that it had asked for authority over holding companies 
in 1919 and had got it in 1933. 

Senator Wagner asked if the commission was suffi- 
ciently in touch to know when a railroad reduced its 
maintenance and the number of employees in order to 
pay dividends. The Commissioner replied that it would 
not know currently but receives monthly reports ot 
maintenance expenditures. 

Senator Wheeler remarked that apparently some rail- 
roads, through bankers, have speculated and lost large 
sums and yet the I.C.C. seems helpless to correct the 
situation, and he asked if laws ought not to be passed 
to prevent it. Mr. Mahaffie said that so far as the abuses 
mentioned are concerned, if they can be prevented the) 
ought to be. He said the 1933 law had corrected the 
situation to some extent but that he was not sure that 
extravagant expenditures can be prevented by law. 

Senator Barkley asked “how about a law preventing 
railroads from investing in securities of other roads?’ 
Mr. Mahaffie said he thought that would be entirely 
feasible and said the commission had made such a recom- 
mendation in 1913. When someone made a remark about 
the “wrecking” of the Frisco he said its earnings had 
decreased from about $92,000,000 to about $40,000,000 
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and that “that is what sunk the railroad; these other 
things are comparatively trivial.” 

Mr. Mahaffie said the principal difficulty about re- 
organizing a railroad results from the demands of the 
old security holders to retain an interest in the property, 
but that now the theory is being discussed of reorganiz- 
ing on the basis of earning power, and that is still to be 
thrashed out. He thought the earning power a better 
primary test than the value of the property and that it 
would be necessary to reorganize many railroads on a 
basis on which a company would carry itself and finance 
itself. He expressed the opinion that “we cannot pro- 
ceed very far with reorganizations that will stand up 
under Section 77 of the bankruptcy law. Replying to a 
question by Senator Couzens as to whether he considered 
the attempts of the Van Sweringens to build up “this 
vast railroad empire with two billion dollars of securities” 
are in the public interest, Commissioner Mahaffie said 
he would have no objection from the standpoint of size 
and that “we need have no fear of two-billion-dollar 
railroad systems, because we have them now and they 
are among the best, such as the New York Central, the 
Pennsylvania and the Southern Pacific,” but that it ought 
to be done directly and in the open. Probably one of 
the worst things that has happened since 1920, he said, 
has been the increase in debt and the depletion of cash 
incident to buying other properties. His thought was 
that properties ought to be put together by exchange of 
securities instead of by a buying campaign. 

Mr. Jones said the R. F. C. has a tentative commit- 
ment to the Colorado & Southern and two or three appli- 
cations for loans and that there has been “a great deal 
of talk about loans” involving not a great deal of money 
from the R. F.C. There have been discussed from time 
to time plans for reorganizing the Denver & Rio Grande, 
Missouri Pacific and Western Pacific. It has given a 
great deal of study to the Missouri Pacific situation and 
believes the present loan to be “pretty well secured.” 
Mr. Jones said he favored reorganization by issuing 
securities on the basis of interest payable if earned and 
perhaps at a low rate rather than a reduction of par 
value. He would also give the bondholders voting power 
in such circumstances. 

When Senator Bone asked if he wanted to continue 
to deal with people his counsel had accused of fraud, Mr. 
Jones said he did not think his counsel had sustained the 
charge, because the special master had found nothing 
wrong with the terminal property transaction. He had 
even found, Mr. Jones said, that the property is now 
worth $14,000,000, which he said “is pretty good if it 
was worth $20,000,000 at the time it was bought.” He 
said he thought the deal was probably ill-advised but he 
had been trying to check on it with other roads and they 
said it was a valuable property. “I wouldn’t condemn 
a fellow for that alone,” he said. “If we go into a re- 
organization plan with new money we are going to think 
it will be such as to protect all classes of security holders 
and T think we can do that and get representation on the 
board for every class of security holders, although the 
control may not be in the hands of the present manage- 
ment.” 


Eastman Favors Investigation 


Co-ordinator Eastman appeared before the committee 
on March 27 and said he favored the passage of the 
resolution, on the ground that the investigation would 
tend to “clear the air” and on the whole have a whole- 
some effect. He said the resolution was in broad terms 
and “might well cover a fair cross-section of the railroads 
so that the public could learn the good side as well as the 
bad and not just get an impression of the bad spots.” 
Mr. Eastman said he had directed the accountants of the 
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commission last summer to make an investigation of the 
service charges paid by the railroads to the Vaness Com- 
pany and had found that such charges from 1923 to 
March, 1934, had amounted to $875,688. Of this the 
Missouri Pacific had paid $178,498. He had written the 
presidents of the railroads for a full explanation of the 
reasons for the payments and had received the explana- 
tion that the organization is engaged in statistical, legal, 
and research work, especially in relation to consolidation 
and matters of that kind, and that money could be saved 
in having it done in that way. He said the trustees of 
the Missouri Pacific had made an arrangement to re- 
duce the amount paid to $500 a month plus telephone 
charges. The commission accountants have been in- 
structed to make a further investigation of the books of 
the Vaness Company at Cleveland. 


Mr. Eastman reminded the committee that the com- 
mission for several years had called attention to the 
acquisitions of railroads by holding companies and had 
brought about several investigations of the activities of 
the Van Sweringen and Pennsylvania companies, but 
that Congress had not given the commission authority 
over holding companies until 1933. He also reminded 
the committee that during the time the railroads were 
making so many expenditures for the acquisition of other 
properties the commission’s accounting forces were de- 
voting most of their time to checks of the income ac- 
counts of the railroads in connection with the standard 
return, the six months guaranty in 1920 and the recap- 
ture clause, and that about the time the recapture clause 
was repealed and they hoped to be able to resume their 
policing of railroad accounts which had been neglected 
Congress had cut in two the commission’s appropriation 
for that purpose. He said, however, that the examina- 
tion of accounts by the commission’s accountants was 
likely to be technical and for the purpose of ascertaining 
whether the accounts are properly kept, and that it might 
be a good thing if the commission could have one or two 
men “with a nose for looking for financial transactions 
that deserve investigation.” 

Mr. Eastman was questioned at some length as to the 
relations between railroads and supply companies and 
as to whether the commission should not have power to 
fix prices, etc. When Senator Shipstead said something 
about the railroads having been: “milked,” Mr. Eastman 
replied that “even without the adverse effects of some 
of the practices mentioned, and “even if they have been 
milked,” the railroads “would still be flat on their backs 
at this time, and so far as the supply companies are 
concerned they are, if anything, in worse condition than 
the railroads” and that the principal reason is the loss 
of business. He said there are many phases of railroad 
operation over which the commission has no jurisdic- 
tion, including the prices paid, salaries paid, contracts 
entered into, etc., which he said are details of manage- 
ment. “The question is,” he said, “if such a situation 
exists, and I do not believe it exists to any great extent, 
that the government has got to exercise control over such 
matters—if the only protection you have is government 


supervision, of what use is the system of private enter- 
prise?” 

John Phillip Hill, general counsel for the National 
Association of Transportation and Communication 
Security Owners, which he said was organized during 
the recent hearings on the general rate advance case to 
represent mainly the smaller owners of railroad bonds, 
spoke in favor of the resolution, saying he thought it 


necessary as a part of the general program of transporta- 
tion legislation “which is the most important thing that 
has happened to transportation since the United States 
was organized.” 









Odds and Ends... 





New Use for Business Car 


Members of a fishing club at Mokane, Mo., recently purchased 
an outmoded business car from the Missouri-Kansas-Texas, and 
the veteran of the rails now does duty as a clubhouse at the side 
of a lake, miles removed from the rails. 


After Death 


Transcontinental travelers on the Northern Pacific travel over 
a stretch of road that no living man has ever traveled, and, we 
have reason to believe, a road that is barred to those who have 
passed beyond. The stretch in question is from Hell Gate to 
Paradise. In this case, however, both are towns in Montana. 


A Ripping Idea 


At a recent conference of claim agents of Chicago lines, it 
was decided that there had been a terrific increase in claims for 
tears in pants belonging to a man named Harry Graham. This 
comparison of notes brought about Mr. Graham’s arrest, and 
closed a successful career as a pants ripper, or if you prefer, 
trousers tearer. Harry really tore his pants on a train about 
six months ago, and was paid for it. After that he took to rid- 
ing suburban trains, ripping the same tear each time and col- 
lecting from $7.50 to $12.65. 


B. & O. Supplied News For Lincoln 


Two telegrams recently discovered in the files of the Balti- 
more & Ohio, show how Abraham Lincoln, Civil War president, 
frequently depended on outside sources to get information con- 
cerning the progress of the war. Both the telegrams were sent 
by Lincoln himself to John W. Garrett, president of the B. & O., 
and sought information concerning the moves of the Confederate 
forces on Washington during July, 1864. The first was sent 
on the fifth day of the month, and read: 

“You say telegraphic communications reestablished with Sandy 
Hook. Well what does Sandy Hook say about operations of 
enemy—of Sigel doing today.” 

Sigel was General Franz Sigel, who was stationed with his 
troops on Maryland Heights, overlooking the junction of the 
Potomac and the Shenandoah rivers. Lincoln had been advised 
by General Lew Wallace (author of Ben Hur) that the Con- 
federate general Jubal Early had invaded Maryland with 20,000 
troops and was marching towards Baltimore. Sandy Hook was 
a railroad station one mile east of Harper’s Ferry. There is no 
indication of the answer sent to Lincoln, although there is a 
pencil notation on the face of the telegram signed by the master 
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of transportation of the B. & O., Wm. Prescott Smith, “I have 
asked operator at Hook to tell us results.” 

The second of the two telegrams was sent by Lincoln to 
Garrett at 5:21 p. m. July 9, the day the battle of the Monocacy 
was fought. It read: 

“What have you heard about a battle at Monocacy today? We 
have nothing about it here except what you say.” 

Wallace had thrown a small force of men to oppose the 
Confederate forces at the Monocacy river, 19 miles east of Har- 
per’s Ferry. He was defeated, but the delay of 30 hours made 
possible the placing of more Federal troops to oppose the enemy, 
and Grant later said that Wallace’s defense was one of the real 
factors in saving Washington. 


Queer Named Railway Jobs in England 


The railway porter, driver and guard are familiar English 
names to most Americans, but few people have ever heard of 
the host of other railway employees in occupations bearing 
curious names. At Swindon, the Great Western Railway Com- 
pany’s locomotive and carriage works, for example, there are 
strippers, punchers and knockers who have no connection what- 
soever with gangsters but are respectfully and respectively en- 
gaged in dismantling machinery, punching rivet holes and in re- 
moving castings from moulding boxes. The boshman is no alien. 
His job is removing accumulated grease and dust from parts of 
vehicles due for, repairs by boiling them in a tank of acid known 
as the “bosh.” Neither is there anything sinister in the job per- 
formed by drag-out boys, holders-up, pull-up boys or roughers, 
for their jobs are dragging finished bars of iron from the rolling 
mill rolls to the benches to be straightened; holding up the heads 
of red-hot rivets to be beaten home by the riveter; pulling up the 
lever which opens the furnace doors to allow the white-hot bars 
to be removed for the roughers to place into the rolls. 

The saw doctor is an expert skilled in the task of keeping 
keen edges on tools; the gland packer has no interest in Darwin's 
theories but in preventing the escape of steam or water from 
vulnerable parts of the engine; the hair carder cleans and pre- 
pares the horse hair used in upholstery ready for the trimmer 
who is the upholsteryman. The clothier, dipper, dresser and 
hooker-on have no connection with fashions or dyeing, for their 
work entails clothing the engine boilers in heat-proof plaster, 
dipping wheels in tar, dressing rough castings with hammer, 
chisel and grindstone, and hooking-on articles to be lifted by 
overhead cranes. There are a host of other peculiar named jobs 
including the ding separator who separates, by means of a mag- 
netic process, the ferrous from the non-ferrous metal turnings 
and sweepings from the machine shops. 
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Will This,Sight, Unique at Present 
Become Commonplace? The Kan- 
sas City Union Station Is Now the 
Only Place in America Where Two 
Streamlined Trains Meet in Regu- 
lar Service 
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Legislation on Transport 


May Be Postponed 


Senate leader says that prospects for 
enactment this year cannot 
be determined now 


Legislation to provide for regulation by 
a single government agency of all forms 
of transportation was included in a list of 
subjects on which the administration hopes 
for action in Congress at this session dis- 
cussed with the President on March 25 by 
Senator Joseph T. Robinson, majority 
leader of the Senate, just before the Presi- 
dent left for a vacation trip, but Senator 
Robinson said afterward that there was 
no “hard and fast program” and that “it 
cannot be determined now” whether the 
transportation program can be put through 
this year. Apparently the President has 
decided to postpone until a more favorable 
opportunity his promised message to Con- 
gress on the subject of transportation leg- 
islation, possibly until after Congressional 
committees have acted on some of the bills 
recommended by Co-ordinator Eastman. 

Chairman Wheeler, of the Senate com- 
mittee on interstate commerce, announced 
on March 26 that his committee would 
hold executive sessions to consider reports 
on various measures in the following or- 
der: The resolution providing for an in- 


vestigation of railroad financing; the bill . 


for the regulation of the coal industry; 
the bill for the regulation of bus and 
truck transportation; and the bill for the 
regulation of water transportation. He 
has also expressed the opinion that bills 
of some kind dealing with water and high- 
way carrier regulation would be reported. 
The committee has spent a week hearing 
preliminary testimony on the question as 
to whether the committee should hold an 
investigation of railroad financing, but dur- 
ing that time the testimony taken at the 
earlier hearings is being printed so that 
it will be available to members of the 
committee not present at the hearing. 

A hearing on another of the bills rec- 
ommended by Co-ordinator Eastman, 
S.1633, was held before a sub-committee 
of the committee on interstate commerce 
on March 26. The purpose of the bill is 
to broaden paragraph 1 of section 3 of 
the interstate commerce act by making it 
unlawful to give undue or unreasonable 
preference or advantage to any ports or 
gateways in addition to any person, com- 
pany, firm, corporation, association, or 1lo- 
cality. For many years ports were re- 
garded as “localities” within the meaning 
of this session until the Supreme Court 
of the United States on May 29, 1933, held 
that a port is not a locality within the 


meaning of the provisions so far as con- 
cerns export and import traffic which 
merely passes through a port. Commis- 
sioner Frank McManamy of the Interstate 
Commerce Commission appeared in support 
of the bill, saying the commission had 
twice approved recommendations of the 
federal co-ordinator of transportation for 
an amendment which would include ga‘e- 
ways as well as ports. “In our opinion,” 
he said, “it would be still better to include 
also port districts and transit points, as 
proposed in S. 1813.” The latter bill was 
introduced by Senators Moore and Bar- 
bour. Senator Moore is chairman of the 
sub-committee. Testimony was also given 
on the bill by representatives of various 
ports and by Co-ordinator Eastman. 

In the House a sub-committee of the 
committee on interstate commerce is con- 
sidering the bus and truck bill, but the 
full committee has been holding daily 
hearings on the holding company bill. 

The Senate committee has appointed a 
sub-committee headed by Senator Loner- 
gan, of Connecticut, to consider the bills 
introduced at the request of the Railway 
Labor Executives’ Association and Chair- 
man Wheeler has announced that the com- 
mittee will take up the bill recommended 
by Co-ordinator Eastman to amend the 
bankruptcy law relating to railroad re- 
organizations after it has disposed of the 
highway and waterway bills. 


Passenger Fare Hearings Concluded 


Hearings in connection with the Inter- 
state Commerce Commission’s investiga- 
tion of railroad passenger fares were con- 
cluded on March 25 with some rebuttal 
testimony on behalf of the railroads, some 
of which applied to conclusions expressed 
in the passenger traffic report issued by 
the Co-ordinator’s Section of Transporta- 
tion Service. Briefs are to be filed by 
May 15 and a proposed report will be 
issued, 


Labor Leaders Call On President 


A delegation representing the railroad 
labor organizations, headed by George M. 
Harrison, chairman of the Railway Labor 
Executives’ Association, called on Presi- 
dent Roosevelt at the White House on 
March 21 to discuss proposed transporta- 
tion legislation. It was stated they had 
discussed the bills introduced in Congress 
at their request, the program of legisla- 
tion recommended by Co-ordinator East- 
man providing for regulation of highway 
and waterway transportation, and ways of 
protecting or increasing railway employ- 
ment. Earlier in the week they had con- 
ferred with Donald R. Richberg, execu- 
tive director of the National Emergency 
Council. 
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Steam-Train Speed Record 


on Test Run in Britain 


Regular London & North Eastern 
locomotive, with 313-ton train, 
attains 108 m.p.h. 


What is called “the highest speed ever 
recorded for a steam-driven train’—108 
m.p.h.—was attained March 5 on the Lon- 
don & North Eastern of Great Britain 
during the course of test runs from Lon- 
don to Newcastle and return. Details of 
the runs were set forth in a recent press 
release from the Associated British Rail- 
ways, Inc., New York, which also says 
that 240 mi. of the round-trip were cov- 
ered at an average speed of over 80 m.p.h. 
and that the train set up another record 
when it traveled 12 mi. at average speed 
of more than 100 m.p.h. 


The train, weighing 213 tons and con- 
sisting of three first-class coaches, a din- 
ing car, a brake van and a dynamometer 
car, was hauled by the Pacific-type loco- 
motive which was built in 1928 and had 
already run 392,853 mi. on its ordinary 
passenger train assignments; it was not 
specially prepared for this run. The train 
was scheduled to complete the 268-mi. 
London-Newcastle run in four hours and, 
despite a delay of seven minutes, it ar- 
rived at Newcastle three minutes ahead of 
schedule, thus making the trip at an aver- 
age speed of 67.05 m.p.h. 

The run was a part of a comprehensive 
study which the London & North Eastern 
has been making to test its previously-de- 
veloped theory which holds that under 
conditions prevailing in Great Britain 
“better results can at present be obtained 
from the use of light units drawn by steam 
locomotives than by _ Diesel-engined 
trains.” This study had included close 
scrutiny of results obtained in Germany 
from the operation of the Diesel-propelled 
“Flying Hamburger,” which makes the 
179-mi. Berlin-Hamburg run at an aver- 
age speed of over 77 m.p.h. The London 
& North Eastern felt, however, that it 
would be difficult to find on its line a 
stretch of track which contained so few 
difficult grades and sharp curves in the 
same distance as are found on the route 
of the “Flying Hamburger.” It therefore 
submitted to the manufacturer of the Ger- 
man train’s engine diagrams and profiles 
of certain L. N. E. main lines and invited 
the manufacturer to submit speed sched- 
ules which a similar Diesel-propelled train 
could be expected to achieve operating over 
such lines. The manufacturer estimated 
that such a Diesel-propelled train could 
operate from London to Leeds in 165 min., 
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or at an average speed of 67.6 m.p.h. With 
this estimate in hand the London & North 
Eastern last November assembled a light 
steam train which operated over the Lon- 
don-Leeds route in 151 min. in one direc- 
tion and 157 min. in the other. This ex- 
perience was the basis for its above-men- 
tioned theory that British line conditions 
preclude a Diesel-propelled train’s bringing 
any advantages which could not be had 
with light steam trains; but the road nev- 
ertheless launched the March 5 experiment 
to put the theory to a further test. 

The German manufacturer had estimated 
that a Diesel train should make the 268- 
mi. London-Newcastle run in 252 min. and 
the London & North Eastern, as_ stated 
above, set up for its steam train a 240 min. 
schedule, which was actually beaten by 
three minutes. The fastest regular train 
in service between London and Newcastle 
is the “Flying Scotsman,” which covers 
the distance at an average speed of 52 
m.p.h. with a train having a capacity for 
400 passengers and weighing 350 to 450 
tons. 

After calling attention to this latter, the 
account of the test run closes with the fol- 
lowing : 

“It must not be assumed that the intro- 
duction of a high-speed train into the time- 
tables is a step which can necessarily be 
taken in the near future. The results of 
the test must be very carefully considered 
and compared with those of the Leeds run. 
The more important factors which have to 
be studied are: (a) Coal consumption; 
(b) the effect of high speeds on the per- 
manent way; (c) wear and tear of the 
locomotive; (d) the _ possibilities of 
streamlining; (e) the disturbance involved 
in the normal time-table. 

“A study of these problems must take 
time, and even if satisfactory results are 
deduced, the task of fitting high-speed 
trains into the ordinary time-table will not 
be an easy one. The special fast train 
was only about half the normal weight of 
an ordinary train, and the effect of in- 
serting a unit of reduced capacity into an 
already crowded time-table requires care- 
ful examination. It hardly seems feasible 
to introduce more than a very limited num- 
ber of these units, as their general adop- 
tion would make it necessary to double 
the number of express trains. 

“The points which have been mentioned 
are either technical or operating, and 
there remains the all-important one of the 
commercial justification for running trains 
at high speed at half the normal weight. 
Supplementary fares will probably be a 
necessary feature, and consideration must 
be given to the extent to which accelerated 
travel will attract additional traffic.” 


Spring Meeting of N.I.T. League 


The National Industrial Traffic League, 
because of the urgency of the present 
transportation situation, will hold a spring 
meeting at the Gibson Hotel, Cincinnati, 
Ohio, on April 4, this being the first spring 
meeting in several years. The chief busi- 
ness will be to consider a special report 
of the league’s legislative committee in 
which an attempt will be made to collate 
the league’s position, as formulated in pre- 
vious meetings, on the numerous legisla- 
tive proposals affecting transportation that 
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are now before Congress. A number of 
other committee reports which are ready 
for action will also be considered. Some 
of the Eastman proposals coincide closely 
with recommendations made by the league 
in past years, while others are along lines 
to which the league has hitherto expressed 
opposition; while at the same time there 
are some upon which the league has not 
as yet expressed its position, and some 
upon which it is thought wise by its offi- 
cers that its position shall be made clear 
at the present time. 


Railway Students’ Open House 


The College of Engineering of the Uni- 
versity of Illinois, Champaign, IIl., will 
hold open house on April 13. The students 
in the railway department are making spe- 
cial efforts to arrange an attractive ex- 
hibit and presentation, which will include 
the continuous operation of the locomotive 
testing plant and the brake shoe labora- 
tory. 


Railway and Locomotive Historical 
Society—N. Y. Chapter Meeting 


Otto Kuhler, artist and design engineer, 
will speak on “Art Again Invades the 
Railroads” at the next meeting of the New 
York Chapter, Railway and Locomotive 
Historical Society, which will be held on 
April 12 at 7:30 p. m. in room 1101 of 
the Engineering Societies’ building, 29 
West Thirty-ninth street, New York. 


Chicago Traffic Club Elects Officers 


At an election on March 19, the follow- 
ing officers of the Traffic Club of Chi- 
cago were elected for the ensuing year: 
President, T. J. Shea, assistant general 
freight agent of the Great Northern; first 
vice-president, J. W. Bingham, traffic man- 
ager of ‘the Corn Products Refining Com- 
pany; second vice-president, J. E. Weller, 
traffic manager of the Pennsylvania; third 
vice-president, R. W. Campbell, manager 
of the traffic department of the Butler 
Paper Corporation; secretary, H. E. Mac- 
Niven, life insurance underwriter; and 
treasurer, J. H. Howard, manager of the 
Western Weighing & Inspection Bureau. 


New “Flying Yankee” in Service 
April 1 

The new streamlined “Flying Yankee,” 
which will be placed in regular service on 
April 1 by the Boston & Maine and the 
Maine Central, will be christened on that 
day by Miss Norma Finnigan of Bangor, 
Me., 18-year-old granddaughter of Irving 
H. Turner, veteran Maine Central engi- 
neer, who for many years handled the 
throttle of the steam-pronelled “Flying 
Yankee” on the Portland-Bangor section 
of its run over the Maine Central. The 
christening will take place at Portland 
Union station and Miss Finnigan will fly 
from Bangor to ceremonies on one of the 
planes of the Boston-Maine Airways. 


“Full Crew” and Train Limit Bills 
Postponed in Pennsylvania 


Consideration of “full crew” and train 
limit bills, which were recently passed by 
the Pennsylvania house of representatives, 
has been postponed indefinitely by the ju- 
diciary special committee of the Pennsyl- 
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vania state senate. This committee, to 
which the bills were referred after their 
passage by the house, held a_ hearing 
March 19 when several executives of rail- 
ways operating in Pennsylvania appeared 
in opposition, as was reported in the Rail- 
way Age of March 23. The New York 
state senate has as yet taken no action on 
the “full crew” bill which has there been 
reported out of committee. 


Equipment in Order 


Class I railroads on March 1 had 514 
new freight cars on order, according to 
reports received by the Association of 
American Railroads. On the same day 
last year, 5019 new freight cars were on 
order and on the same date two years ago, 
there were 1974. The railroads on March 
1 also had 5 new steam locomotives and 
70 new electric locomotives on order. New 
steam locomotives on order on March 1, 
1934, totaled 21, and on the same date in 
1933, there were 3. New electric locomo- 
tives on order on March 1, 1934 totaled 
90. No reports are available as to the 
number on order on March 1, 1933. In 
the first two months of 1935, the railroads 
installed 428 new freight cars. In the 
same period last year 25 new cars were 
placed in service and for the same period 
two years ago, the total number installed 
was 476. Seven new steam locomotives 
and 20 new electric locomotives were 
placed in service in the first two months 
this year. The railroads in the first two 
months of 1934 installed no new steam 
locomotives but four new electric locomo- 
tives. 

Freight cars and locomotives leased or 
otherwise acquired are not included in the 
above figures. 


Cleveland Chamber of Commerce 
Opposes Government Ownership 


Believing that government ownership of 
railroads would be “a national calamity 
of major proportions” because “no more 
expensive experiment, both as to first cost 
and annual operating losses, could be con- 
ceived,” the Cleveland (Ohio) Chamber 
of Commerce has adopted a policy of ac- 
tive opposition to any trend toward federal 
control of the rail carriers. The Cham- 
ber’s action, its announcement says, “is 
based almost entirely upon a consideration 
of the interests of the users of transporta- 
tion service and the general public. Little 
weight was given to the rights or interests 
of security holders, managements or rail- 
road labor, though each of these has a 
vital stake in the question. In the long 
run, their special interests are undoubtedly 
identical with those of the nation at large, 
but, even if that were not the case, the 
public interest should control.” 


Club Meetings 


The Northwest Car Men’s Association 
(St. Paul) will hold its next meeting on 
Monday evening, April 1, at the Y. M. 
C. A. Building, Minnesota Transfer. The 
speaker will be F. M. Metcalfe, superin- 
tendent of safety of the Northern Pacific. 

The Canadian Railway Club will hold 
its next meeting on Monday evening, 
April 8, at the Windsor Hotel, Montreal. 
J. R. Macken, supervisor of costs, M. P. 


Continued on next left-hand page 
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MEASURE RAILROAD PERFORMANCE 


in Net Tons per Mile of Road per Day 





Full capacity trains at passenger train speeds is the key- 
note of modern freight train movement. 

It means increased net tons per mile of road per day — 
increased usefulness from every factor of the entire trans- 
portation plant. 

Super-Power-Steam-Locomotives alone can do this with 


maximum efficiency and economy. 
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& R. S., Canadian Pacific, will speak on 
economic performance of locomotives and 
cars under the post-war adverse condi- 
tions. 

The Car Foremen’s Association of Chi- 
cago will hold its next meeting at the 
LaSalle Hotel, Chicago, on Monday eve- 
ning, April 8. Leroy Kramer, president of 
the Union Refrigerator Company, will 
speak on operation of private freight cars. 

The Western Railway Club will hold 
its next meeting at Hotel Sherman, Chi- 
cago, on Monday evening, April 15. W. G. 
Black, vice-president of the Chesapeake & 
Ohio, will speak on efficient motive power. 


Russia Relinquishes Interest in 
Chinese Eastern 


Final agreements for the sale of the Chi- 
nese Eastern Railway by the U.S.S.R. 
(Russia) to Manchukuo were signed in 
Tokyo, Japan, last week. The Chinese 
Eastern will henceforth be known as the 
North Manchurian Railway and will be 
operated by the board which now directs 
the South Manchurian Railway. 

Under the terms of sale, as set forth in 
recent press releases from Tokyo, the gov- 
ernment of Manchukuo will pay to the 
U.S.S.R. 140,000,000 yen ($39,200,000) for 
the railway, in addition to 30,000,000 yen 
($8,400,000) for retirement allowances to 
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the road’s Soviet employees. One-third 
of the payment will be made in cash and 
two-thirds in goods; half of the cash to 
be paid at the time of the formal signing 
of the agreement and the remainder of the 
payments within three years. The retire- 
ment allowances to Soviet employees are 
payable in four equal installments within 
two years. 

The Chinese Eastern is a 1,500-mile rail- 
road, including branch lines. It traverses 
Manchuria from the northwest to a Pacific 
coast terminus at Vladivostock and has 
been one of the world’s most famous rail- 
road systems. Its construction was 
launched in 1896 when Russia obtained 
permission from China to shorten its 
Trans-Siberian line by thus crossing Man- 
churia; with the Trans-Siberian the C. E. 
R. has, since its completion in 1905, pro- 
vided the most direct rail route from Eu- 
rope to the Pacific. In 1898 an extension 
southward from Harbin to Port Arthur 
was projected, but this branch, except the 
Harbin-Changchun section, was ceded to 
Japan after the Russo-Japanese War, and 
became the South Manchurian Railway. 
Prior to the creation of Manchukuo, the 
C. E. R. was operated under a joint ar- 
rangement between Russia and China, of 
which latter Manchuria was then a part. 
Press dispatches from Shanghai stated in 
this latter connection that the Chinese gov- 
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ernment had protested the sale, holding 
that China “is a joint owner of the rail- 
road and regards this transaction as illegal 
and without binding force. . . . The Chinese 
government reserves all its rights and in- 
terest in the C. E. R.” 


Work-Relief Resolution Passed by 
Senate 


The joint resolution appropriating $4,- 
800,000,000 to be used by the President for 
work-relief and direct relief was passed by 
the Senate on March 23, two months after 
the original resolution was passed by the 
House, but with many amendments which 
required that it be sent to conference. As 
passed by the Senate the resolution specifies 
maximum amounts which may be expended 
for groups of projects, including an item 
of $800,000,000 for roads and grade cross- 
ing elimination, but authorizes the Presi- 
dent to exceed the specified amounts by 
transferring from one group to another. 
An amendment offered by Senator Hayden, 
of Arizona, provides that the amounts ap- 
propriated for grade crossing elimination, 
including the separation or protection of 
grades at crossings, the reconstruction of 
existing grade crossing structures, and the 
relocation of highways to eliminate grade 
crossings, shall be apportioned by the Sec- 
retary of Agriculture to the several states, 
one-half on the basis of population, one- 








Operating Revenues and Operating Expenses of Class | Steam Railways in the United States 


Compiled From 145 Monthly Reports of Revenues and Expenses Representing 149 Class I Steam Railways 
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United States Eastern District Southern District Western District 
Item 935 —~CS*S*S*S*~« i 135 1934 
Average number of miles op- ates —_ _— ais — 
WEE -aoeleeewen ces ° 238,220 239,486 59,008 59,170 45,293 45,487 133,919 134,829 
Revenues: 
a pie redeetetaws $211,007,919  $208,785,841 $95,574,091 $92,364,324 $42,410,608 $43,320,428 $73,023,220 $73,101,089 
Mi eeeccsecsooeece 30,447,629 27,199,053 18,183,843 16,781,211 4,407,247 3,686,139 7,856,539 6,731,703 
a VMre<ev based vesevees 7,596,885 7,645,779 2,898,691 2,970,556 1,378,317 1,356,354 3,319,877 3,318,869 
Alt nae tence cesses scces 2,962,889 3,048,070 1,015,383 1,177,929 770,144 819,686 1,177,362 1,050,455 
. 1 other transportation... 6,197,356 5,832,941 3,207,259 3,121,130 599,182 541,269 2,390,915 2,170,542 
a _ eRe ecerccccccee 5,364,836 4,944,648 2,968,305 2,758,052 869,915 761,580 1,526,616 1,425,016 
Joint facility—Cr. ........ 823,783 745,726 271,007 245,600 156,435 154,127 396,341 345,999 
Joint facility—Dr. ........ 188,126 187,540 ,088 49,861 17,138 14,085 120,900 123,594 
Railway operating reve- ‘ 
wee UES wee eee eee eens 264,213,171 258,014,518 124,068,491 119,368,941 50,574,710 50,625,498 89,569,970 88,020,079 
Expenses: 
Maintenance of way and 
“Structures ........... 27,684,659 25,164,083 11,685,816 10,132,667 5,870,644 5,589,766 10,128,199 9,441,650 
Maintenance of equipment* 55,210,941 52,695,622 24,739,903 24,331,500 10,666,213 9,796,847 19,804,825 18,567,275 
,  Speeesi-spree pace 7,617,161 7,291,195 2.809.440 2:735,848 1,595,494 1,446,383 3,212,227 3,108,964 
Transportation w ese ai pe eeees 104,561,404 96,304,518 49,053,483 45,730,208 17,538,527 16,124,649 37,969,394 34,449,661 
Miscellaneous operations .. 2,568,356 2,187,841 1,262,052 1,113,767 356,687 285,049 949,617 789,025 
General . te eeeeeees yeeees a 15,490,519 b 12,369,680 6,565.90 5,402,569 2,429,924 2,098,501 6,494,690 4,868,610 
Transportation for invest- 
ment—Cr. Sets eeeeeee 161,532 146,716 32,513 41,006 27,139 14,897 101,880 90,813 
Railway operating ex- 
penses ...... peceeees 212,971,508 195,866,223 96,084,086 89,405,553 38,430,350 35,326,298 78,457,072 71,134,372 
Net revenue from railway op- a 
? DE deteneecqeee< 51,241,663 62,148,295 27,984.405 29,963,388 12,144,360 15,299,200 11,112,898 16,885,707 
Railway tax accruals........ 19,868,948 20,635,274 7,932,276 8,211,081 4,238,901 4,251,943 7,697,771 8,172,250 
Uncollectible railway revenues 81,423 106,473 35,475 60,588 i 20,326 37,309 25,559 
Railway operating income 31,291,292 41,406,548 20,016,654 21,691,719 7,896,820 11,026,931 3,377,818 8,687,898 
Equipment rents—Dr. balance 6,947,767 7,437,886 3,531,488 3,560,270 283,872 634,953 3,132,407 3,242,663 
Joint facility rent—Dr. bal- . 
iatiristbereesane 2,994,969 2,910,386 1,726,798 1,653,680 306,079 329,763 962,092 926,943 
Net railway operating in- i 
COME nsecccccccceons 21,348,556 31,058,276 14,758,368 16,477,769 7,306,869 10,062,215 d 716,681 4,518,292 
Ratio of expenses to revenues s 
SF GED svencesees 80.61 75.91 77.44 74.90 75.99 69.78 87.59 80.82 
Maintenance of equipment be- 
fore depreciation and wee 
retirements .......-. ee 39,082,900 36,765,176 17,760,789 17,334,331 7,467,004 6,770,140 13,855,107 12,660,705 
Net railway operating income 
before depreciation and 967 
retirements .........-. 37,476,597 46,988,722 21,737,482 23,474,938 10,506,078 13,088,922 5,233,037 10,424,862 
* Includes: = e a7enst 
Depreciation ............+++ 16,056,320 15,645,125 6,952,643 6,838,636 3,174,430 2,931,438 5,929,247 5,875,051 
PE kao cavecscccene 71,721 285,321 26,471 158,533 24,779 95,269 20,471 31,51 


a Includes accruals on account of pensions, as follows: 


b Includes accruals on account of pensions, under previously existing plan, 


Compiled by the Bureau of Statistics, Interstate Commerce Commission. 


Under Federal Retirement Act, $2,877,464; under 
excludes pension accruals held in suspense and not charged to operating expenses 


$2,901,625. 


Subject to revision. 


previously 


existing plan, $2,916,558, but 
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GETS THE TRAIN OVER THE HILL! 


For all but a small part of the run the 
two main locomotive cylinders may be 
ample to haul the train at schedule speed. 

With the average train, however, the 
two main cylinders may start it and get 
it over the ruling grades—but at the 
expense of overstressed parts, slipping 
drivers and coupler and draft gear abuse, 
because of too much train or not enough 
power. 

Utilization of The Booster adds the 
power of two more cylinders and the 


apetnanecerntespeeceones 
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ALL FOUR 

















adhesive weight of either the trailer or 
tender wheels to increase the pull when 
greater effort is needed. 

This avoids overstressed parts in en- 

gine and train, materially reduces main- 
tenance costs and increases locomotive 
mileage between shoppings. 
It also improves operation by quicker 
acceleration, higher average speeds, and 
fewer detentions, because The Booster 
is a pinch hitter when and as needed, 
but otherwise is normally inactive. 


Because material and tolerances are just right for the job, genuine Franklin repair parts give maximum service life. 


MONTREAL 
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fourth on the basis of mileage of the fed- 
eral-aid highway system, and one-fourth on 
the basis of railroad mileage, to be ex- 
pended by the state highway departments. 

Another amendment extends the life of 
the Public Works Administration for two 
years and makes available until June 30, 
1937, all sums appropriated to carry out 
the purposes of the act for which it was 
created. In addition provision is made for 
the sale of securities acquired by the 
P.W.A. and for making available the pro- 
ceeds of such sale for further loans. This 
would make it possible for the P.W.A. 
to make additional loans to railroads. 


Students Compete in Bridge Design 
Contest 


Ninety-four students representing twen- 
ty-two colleges in the United States par- 
ticipated in the seventh annual students’ 
bridge design competition of the American 
Institute of Steel Construction. The sub- 
ject of the competitive design this year is 
a steel bridge to carry a highway over a 
railroad and another highway parallel to 
to the railroad. It is required that the 
structure provide connections for two lanes 
of traffic between the upper and lower 
highways, which must be so arranged that 
the lines of traffic do not cross. The sur- 
rounding country is flat and the maximum 
grades on the approaches and highway 
connections are not to exceed 5 per cent. 
There must be three lanes of traffic over 
the bridge and as the structure is located 
in the open country there is no provision 
for sidewalks or for lighting. 

A jury of nationally-known engineers 
and architects selected the ten best designs 
from the preliminary drawings for entry 
in the final contest, the winners of which 
will be selected on May 1. The winner 
will be awarded $100 in cash; there will 
be a second prize of $50, and certificates 
of merit will be given those winning third, 
fourth and fifth places. 


6. & O. Train Crews in New Jersey 
Sufficient 


The Public Utility Commissioners of 
New Jersey, acting on a complaint of John 
D. Mullane, representing the Brotherhood 
of Railroad Trainmen, has issued a deci- 
sion to the effect that his charges of em- 
ployment of insufficient train crews are 
not justified; and the complaint is dis- 
missed. The Baltimore & Ohio operates 
eight passenger trains each way daily over 
the Central of New Jersey, between Jer- 
sey City, N. J., and Bound Brook, and the 
regular crew of each train is a conductor, 
a trainman who acts as flagman, an en- 
gineman and a fireman. The trains have 
from 6 to 12 cars each, and the average 
number of passengers per train, leaving 
Jersey City, is 20. A baggage checker is 
carried on each train; and, including the 
Pullman and dining-car attendants, there 
is a total personnel of 13 to 21 persons. 
On this section of the road, 32 miles long, 
there are points (telephones) less than 
one mile apart where communication can 
be had with the train dispatcher. The 
trains stop at Elizabeth and sometimes at 
Plainfield; also an occasional stop at 
Bound Brook. Complainants averred that 
the regular crew was insufficient to carry 
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out the usual operating rules. Two con- 
ductors testified that in an emergency 
they would direct one or more members 
of the train personnel to perform any 
necessary duty for safe operation. The 
general manager of the Central of New 
Jersey testified that the service performed 
by the Baltimore & Ohio crews provides 
all necessary safety. 


New England Shippers’ Advisory Board 


The New England Shippers’ Advisory 
Board held its tenth annual meeting at 
Boston, Mass., on March 20, with a large 
attendance. The predictions of the com- 
modity committees for the ensuing quar- 
ter, when summarized, show an expecta- 
tion of about one per cent increase in the 
volume of freight traffic over the second 
quarter of 1934. 

The principal speaker at the meeting was 
W. H. Day, manager of the transporta- 
tion department of the Boston Chamber 
of Commerce, who described in strong 
language the disastrous effect on business 
to be expected if numerous bills now be- 
fore Congress should become law. J. W. 
Smith, vice-president of the Boston & 
Maine, and R. F. Bohman, of the Hey- 
wood Wakefield Company, agreed with 
Mr. Day. 

The Board unanimously voted to author- 
ize the appointment of a legislative com- 
mittee, actively to oppose, both in Congress 
and in the New England legislatures, any 
and all legislation which would have the 
effect of increasing the cost of railroad 
operation. 

W. F. Garcelon was re-elected chairman 
of the Board, and Hartford, Conn., was 
selected as the place for the September 
meeting. 


Mechanical Department Conventions 


Last fall tentative arrangements were 
made looking toward the holding of three- 
day conventions of eight of the mechan- 
ical department associations during the 
early part of May. While these associa- 
tions are not a part of the Association of 
American Railroads, they have been look- 
ing for guidance and advice to the officers 
of that association. 

Many of the officers and members of 
these associations, including the Air Brake 
Association, American Railway Tool Fore- 
men’s Association, Car Department Offic- 
ers Association, International Railway 
Fuel Association, International Railway 
General Foremen’s Association, Interna- 
tional Railway Master Blacksmiths’ Asso- 
ciation, Master Boiler Makers’ Association 
and Traveling Engineer’s Association, 
were sorely disappointed a short time ago 
to receive a letter from J. R. Downes, 
vice-president of the Association of 
American Railroads, in which he made 
this statement: 

“Our Association has not absorbed the 
associations enumerated in your letter, and 
from the standpoint of the activities of the 
Association of American Railroads, there 
is no necessity for holding any conventions 
such as you have enumerated. 

“You are probably aware that, because 
of the necessity for economy in railroad 
operation, the number of conventions being 
held by the various divisions of our Asso- 
ciation have been limited.” 
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Equipment and 
Supplies 





PASSENGER CARS 


THE DELAWARE River Jornt ComMMtIs- 
SION has given a contract to the J. G. 
Brill Company, subject to the approval of 
the Federal Emergency Administration of 
Public Works, for the furnishing of 26 
steel passenger cars, 2 extra trucks and 
car replacement units for the Delaware 
River Joint Commission’s high-speed rail 
transit project. Inquiry for this equipment 
was reported in the Railway Age for Feb- 
ruary 23. 


IRON AND STEEL 


THE WESTERN Paciric has ordered 3,000 
tons of rails from the Colorado Fuel & 
Iron Company. 


THE VIRGINIAN has ordered 230 tons of 
steel for the substructure of a bridge at 
milepost 18.9 west of Elmore, W. Va. The 
order was placed with the Virginia 
Bridge & Iron Company. 


THe New York CENTRAL has given a 
contract to the Truscon Steel Company 
for 600 tons of steel to be used for track 
coverage on the elevated express highway 
between Seventy-second street and Seven- 
ty-ninth street, New York City. A con- 
tract has also been given to the Fireproof 
Products Company for 300 tons of steel 
in connection with its track work in New 
York City. 


STATEN IsLAND Rapip Transit.—Bids 
will be received until 11:30 a. m., April 
8, by the chief engineer of this road (sub- 
sidiary of the Baltimore & Ohio) at his 
office in the Baltimore & Ohio Central 
building, Baltimore, Md., for furnishing, 
fabricating and delivering about 212 tons 
of structural steel for three bridges to be 
constructed in connection with grade cross- 
ing elimination work at Ft. Wadsworth, 
Staten Island, N. Y. 


Tue Cuicaco & NortH WEsTERN has 
ordered 25,000 tons of rails, placing 18,000 
tons with the Illinois Steel Company and 
7,000 tons with the Inland Steel Company. 
Orders for the necessary tonnage of fit- 
tings have been placed with the [Illinois 
Steel Company, the Inland Steel Com- 
pany, the Republic Steel Corporation, the 
Jones & Laughlin Steel Corporation, the 
Sellers Manufacturing Company, the Mor- 
den Frog & Crossing Works, the P. & M. 
Company, the American Fork & Hoe Com- 
pany, the Creepcheck Company and the 
Rail Joint Company. 


MISCELLANEOUS 


THe New York Centrat Lines has 
placed an order with the Timken Roller 
Bearing Company, Canton, Ohio, for bear- 
ings, main and side rods, and other recipro- 
cating parts, to completely equip all driv- 
ing-axle crank pins of its high speed 
streamlined steam passenger locomotive, 
the Commodore Vanderbilt. This locomo- 
tive is already equipped on all axles with 
Timken bearings. 


Continued on second left-hand page 
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“Union’’ Model 14 
Electro-Pneumatic Interlocking Machine at “Dock” 
Newark, N. J. 155-lever frame. » » » » » » 
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—the Pennsylvania 
Railroad placed in ser- 
vice at East Newark, 
N. J., the first inter- 
locking plant in Amer- 
ica. This was in Feb- 





In aaa, 1935, the same road dedi- 
cated its new Newark, N. J. terminal 
improvement, an important feature 
of which is the “Union” Electro-Pneu- 
matic Interlocking System. Safety of 
passengers, freight and equipment is 
assured. » » » » » » » 


During the six intervening decades 
many operating improvements were 
inaugurated and traffic increased 
greatly. Throughout this period, im- 
provements in signal and interlock- 
ing design’ and methods have kept 
pace with changing conditions. 


The “Union” Electro-Pneumatic In- 
terlocking System has achieved many 
years of economic accomplishments. 
The popularity. of this system is evi- 
denced by its use at most of the large 
terminalsin this country and through- 
out the world. It has reduced main- 
tenance labor costs to the minimum 
and proved economical at large ter- 
minals as well as at the small remote 
locations. » » ” » » » 
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“Dock” Tower at east end of three-track 
lift bridge over Passaic River. » » » 

















“Union” Position Light Signals at east 
end of new tracks leading to the new 
station. » » » » » » » » 
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Supply Trade 





General Electric Company 


The forty-third annual report of the 
General Electric Company for the year 
1934 shows profit available for dividends 
of $19,726,043, equivalent, after $2,575,074 
of regular 6 per cent cash dividends on 
the special stock, to 59 cents a share on 
28,845,927 shares of no par value common 
stock, compared with $13,429,739, or 38 
cents a share on the same number of 
shares in 1933. Regular cash dividends of 
60 cents a share on both the special and 
common stock amounted to $19,881,453, re- 
sulting in a deficit from operations of 
$155,410, which was taken from surplus. 

Orders received amounted to $183,660,- 
303 during 1934, compared with $142,770,- 
791 during 1933, an increase of 29 per cent. 
Sales billed totaled $164,797,317 as com- 
pared with $136,637,268, an increase of 21 
per cent. The orders received exceeded the 
shipments by a substantial amount, so that 
unfilled orders were greater at the end 
than at the beginning of the year. 

A comparative statement of income and 
earned surplus follows: 




















1934 1933 
Net sales billed........ $164,797,317 $136,637,268 
Costs, expenses and all 
charges except de- 
preciation and _  in- 
Se wvencaees eas 145,716,210 123,585,652 
. $19,081,107 $13,051,616 
Depreciation of plant and 
equipment ........ 7,335,997 6,179,511 
Net income from sales.. $11,745,110 $6,872,105 
Income from _ other 
sources: 
Interest and dividends 
from affiliated com- 
panies and miscella- 
neous investments.. $5,608,910 $4,376,971 
Interest on marketable 
a 1,339,881 717,342 
Interest on bank bal- 
ances and receivables 742,831 1,266,460 
Royalties and sundry 
ee 655,462 606,575 
$8,347,085 $6,967,348 
Total WOME cccccecse $20,092,195 $13,839,453 
Interest charges ...... 366,152 409,714 
Net income for the year $19,726,043 $13,429,739 
Earned surplus at begin- 
ning of year...... 117,621,617 122,224,720 





$137,347,660 $135,654,459 
~ 4,195,793 3,920,210 


Revaluation of invest 


ments 





$136,151,867 $131,734,249 


Regular 6% cash divi- 


dends on special stock 2,575,074 2,575,057 
Accrued dividend of 15¢ 

on special stock to 

be retired April 15, 

EP scteveseeases tt, See eee 
Premium on special stock 4,292,964 .......-.. 





Earned surplus available 

for dividends on 

common stock ....$128,640,059 $129,159,192 
Cash dividends on com- 

mon stock 17,306,379 11,537,576 


eet eeeee 





Earned surplus at end of 

WERE acévecvsresss $111,333,680 $117,621,616 

Current assets at the end of 1934 
amounted to $177,269,050, including cash 
and marketable securities (valued at the 
lower of par or market) of $107,949,999, 
and current liabilities were $17,461,338. 
This compares with current assets of 
$175,314,394, including cash and marketable 
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securities of $111,878,508, and current lia- 
bilities of $13,302,577 at the end of 1933. 


C. B. Nolte, president and general 
manager of the Robert W. Hunt Company, 
Chicago, has been elected president of the 
Crane Company, Chicago, to succeed 
John W. Berryman, who has been elected 
chairman. 


James C. Ogden, vice-president of the 
Robert W. Hunt Company, Chicago, 
has been elected president to succeed C. B. 
Nolte, who has resigned to become presi- 
dent of the Crane Company. F. M. Rand- 
lett, Pacific Coast manager, has been 
elected vice-president and general manager 
of the Hunt Company. 


S. H. Blackwood, assistant district 
sales representative in the New York ter- 
ritory of the Reading Iron Company, 
Philadelphia, Pa., has been appointed dis- 
trict sales representative in the southern 
territory with headquarters at 1104 Con- 
tinental building, Baltimore, Md. Mr. 
Blackwood takes the position held for 
many years by W. J. White, who recently 
resigned. W. N. Johnson has been ap- 
pointed salesman in the New York terri- 
tory. 


OBITUARY 


Grant Warren Spear, retired vice- 
president of the Dearborn Chemical Com- 
pany, at New York, and for years its 
eastern manager, died at his home in Palm 
Beach, Fla., on March 22 after an illness 
of several months. 


William F. Walsh, manager of the 
railroad sales department of the Standard 
Oil Company of New Jersey, died on 
March 19 after a brief illness at the New 
York Hospital, New York City. Mr. 
Walsh was born at Cleveland, Ohio, in 
1882 where he spent his early life, attend- 
ing grammar school and St. Ignatius Col- 
lege, afterwards serving an apprenticeship 
on the Norfolk & Western. He subse- 
quently entered the mechanical department 
of the Chesapeake & Ohio serving in vari- 
ous Official capacities until he became super- 





William F. Walsh 


visor of air brakes, from which position 
he resigned in 1912 to become lubrication 
engineer in the mechanical department of 
the Galena Signal Oil Company, where 
he remained until entering the service of 
the United States army in 1917 being com- 
missioned a captain. Following the war 
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he returned to the Galena Signal Oil Com- 
pany and resigned in 1919 to become as- 
sistant superintendent of motive power on 
the Chicago, Milwaukee & St. Paul, now 
the Chicago, Milwaukee, St. Paul & Pa- 
cific. In 1923 he again returned to the 
Galena Company as supervising engineer 
in charge of the Western territory, being 
located in Chicago until 1925, at which 
time he was promoted to manager of the 
St. Louis office. In 1926 he went with the 
Standard Oil Company of New Jersey to 
organize and supervise its railroad sales 
department. Mr. Walsh was. a member 
of a number of organizations including the 
American Society of Mechanical Engineers, 
the New York Railroad Club, the Travel- 
ing Engineers’ Association, the Interna- 
tional Railway Fuel Association and the 
Brotherhood of Locomotive Engineers. 


Construction 





Cuicaco, St. Paurt, Minneapours & 
OmaHA—This company is making plans 
to rebuild its 15-stall enginehouse at Itasca, 
Wis., which was recently damaged by fire. 
It is estimated that the repair work will 
cost about $50,000. 


New York, Cuicaco & St. Louts.—A 
contract has been awarded to the Ft. Pitt 
Bridge Works for repairs to this com- 
pany’s bridge over the Cuyahoga river at 
Cleveland, Ohio. The work involved, 
which will cost about $20,000, includes the 
replacement of corroded parts and repairs 
to bearings and the drawbridge machinery. 


STATEN IstAND Rapip Transit Rar- 
way CompAny.—This company which is a 
subsidiary of the Baltimore & Ohio, 
through H. A. Lane, chief engineer, will 
advertise in the near future for bids on 
grading, masonry and other heavy con- 
struction in connection with the elimina- 
tion of grade crossings through Port Rich- 
mond and Tower Hill, Staten Island, N. 
Y., involving the construction of a double 
track reinforced concrete viaduct about 
4,000 ft. long. This work will involve the 
elimination of eight grade crossings at an 
estimated total cost of $1,650,000 and is 
being carried out with the aid of a grant 
from the Federal Emergency Administra- 
tion of Public Works of 30 per cent of the 
construction cost. 





ViRGINIAN.—This company has given a 
contract to W. W. Boxley & Company 
for constructing the substructure for a 
bridge over Guyandot river at mile-post 
18.9 of the Guyandot line west of Elmore, 
W. Va. The work involves the use of 
230 tons of steel which has been ordered 
from the Virginia Bridge & Iron Com- 
pany. 

WasasH.—Bids will be received at the 
office of the chief engineer for the re- 
ceivers of this road, at St. Louis, Mo., 
until 10 a.m. central standard time, April 
11, for the construction of a railway road 
bed between Robertson, Mo., and a point 
west of St. Charles. The proposed bridge 
over the Missouri river is not included in 
this contract. See Railway Age January 
19, page 93. 


Continued on next left-hand page 
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it RE f ) 
Unit manuiacturing 
my Eigen ey operating practice loads the locomotives more nearly to the 
cs limit of their hauling capacity and runs up greater mileage per month 
“ than formerly. To get this increased work, naturally requires higher efficiency 
a- of locomotive equipment and calls for more frequent heavy general boiler repairs 
h- and more firebox renewals. 
N. Obviously, the demands on the superheater units are correspondingly more 
le severe. Increased evaporation, increased pressures, increased gas and steam 
“* temperatures all combine to cause greater wear on the superheater units... . 
vn consequently better maintenance is required. Patch repairing superheater 
‘. units at general shopping or replacing only those in bad condition may reduce 
mt performance effectiveness and even permit engine failures. A far better and 
a- the most economical way, in the long run, to recondition unserviceable super- 
he heater units is to have them factory rebuilt—through the Elesco unit REmanu- 
2 facturing service. 

a This service guarantees a renewed service life to meet today’s operating 
ny requirements by restoring the superheater units to a condition practically equal 





to new—at a much less cost. Operating and maintenance costs are lower, 
ost because REmanufactured superheater units give full-efficiency, troublefree 
service for many additional years. 


THE SUPERHEATER COMPANY 





“0 Representative of AMERICAN THROTTLE COMPANY, Inc. 

a 60 East 42nd Street Peoples Gas Building 

a NEW YORK ° kad CHICAGO 

a A-968 Canada: The Superheater Company, Limited, Montreal 

ary Superheaters - Feed Water Heaters - Exhaust Steam Injectors - Superheated Steam Pyrometers - American Throttles 
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Financial 





BALtIMorE & OnI0.—Abandonment.— 
This company has applied to the Inter- 
state Commerce Commission for authority 
to abandon its line from Park, W. Va., to 
Berryburg Junction, 19.97 miles, part of 
which is to be submerged as part of a 
flood control project, and to construct and 
operate a newly located line from Grafton 
to Berryburg Junction, 12.28 miles. The 
expense is to be borne by the United 
States government. 


Boston & ALsaANy.—Bonds.—This com- 
pany has applied to the Interstate Com- 
merce Commission for authority to issue 
$9,000,000 of main line first mortgage 4% 
per cent bonds, maturing in 1943, to be 
guaranteed by the New York Central, to 
be used in connection with the retirement 
of $7,000,000 refunding bonds of 1933 and 
$2,000,000 of improvement bonds of 1910. 


Boston & Marine.—Abandonment of 
Operation.— The Interstate Commerce 
Commission has authorized this company 
to abandon operation of a portion of a 
branch line extending from Keene, N. H., 
to Coolridge Crossing, 21.9 miles. The 
company proposes to operate bus and truck 
service to replace the train service. 


Boston & Matne.—Annual Report— 
The 1934 annual report of this company 
shows net income, after interest and other 
charges, of $293,492, as compared with 
net income of $321,571 in 1933, a decrease 
of $28,078. Selected items from the in- 
come statement follow: 


Increase or 





























decrease 
compared 
1934 1933 

Rattway OPERATING 
REVENUES $42,155,612 +$278,242 
Maintenance of way 5,234,020 +349,814 
Maintenance of 
equipment | 5,811,919 ~742,971 
Transportation 17,070,663 +924,329 
ToTaL OPERATING 
EXPENSES : 30,872,270 +482,395 
Operating ratio 73.23 +.66 
Net REVENUE FROM 
OPERATIONS 11,283,341 —204,152 
Railway tax accruals 2,431,775 —131,556 
Railway operating 
income 8,820,960 -101,818 
Hire of freight cars—Dr. 1,783,924 +99,899 
Net Rattway OPERATING 
INCOME | 6,893,514 —174,800 
Non-operating income 1,030,145 —61,295 
Gross INCOME 7,923,659 —227,367 
Rent for leased roads 1,240,084 —3,126 
Interest on funded debt* 5,580,604 —169,605 
Totat DEDUCTIONS FROM 
Gross INCOME 7,630,167 —199,289 
Net INCOME $293,492 —$28,078 








* Interest amounting to $163,740.80 
and $155,491.27 for 1933 accrued on bonds of 
Boston & Maine R held in Sinking Fund is 
panded in account “Income Applied to Sinking 

unds,”’ 


for 1934 


CANADIAN NATIONAL. — Earnings in 
1934.—Hon. E. N. Rhodes, Minister of 
Finance, in his Budget speech in the 
House of Commons at Ottawa last week, 


(Continued on page 521) 
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Railway 
Officers 


Executive Changes on P. R. R. 





The following executive changes have 
been announced by the Pennsylvania to 
become effective on April 1: 


C. §S. Krick, vice-president, Eastern 
region, has been granted a leave of absence 
on account of ill-health. 


R. C. Morse, general manager, New 
York Zone and Long Island Railroad 
Company, has been promoted to acting 
vice-president, Eastern region. 

J. A. Appleton, general superintendent, 
Eastern Pennsylvania division, Harrisburg, 
Pa., has been appointed general manager, 
New York Zone and Long Island R. R. 
Co. 


Raymond Swenk, general superinten- 
dent, special duty, office of vice-president— 
operation, has been appointed general 
superintendent, Eastern Pennsylvania di- 
vision at Harrisburg. 

D. M. Sheaffer, chief of passenger 
transportation, Philadelphia, Pa., has been 
appointed assistant to vice-president— 
operation. 


E. E. Ernest, superintendent, Long 
Island Railroad Company, has been pro- 
moted to chief of passenger transportation, 
Philadelphia. 


J. C. White, superintendent freight 
transportation, Eastern region, has been 
appointed superintendent, Long Island 
Railroad Company. 


A. F. McIntyre, trainmaster, St. Louis 
division, succeeds Mr. White as superin- 
tendent of freight transportation, Eastern 
region. 

F. C. Wilkinson, superintendent, 
Logansport division, has been appointed 
superintendent, special duty, office vice- 
president—operation. 

F. R. Rex, superintendent, special duty, 
office vice-president, has been appointed 
superintendent, Logansport division. 

F. L. Dobson, general superintendent, 
Lake division, Cleveland, Ohio, has been 
appointed general fuel manager, Philadel- 
phia. 

T. C. Herbert, superintendent, Pitts- 
burgh division, succeeds Mr. Dobson as 
general superintendent, Lake division. 

G. S. West, superintendent, Maryland 
division, succeeds Mr. Herbert as super- 
intendent, Pittsburgh division. 

S. R. Hursh, superintendent, Wilkes- 
Barre division, has been appointed super- 
intendent, Maryland division, succeeding 
Mr. West. 

P. E. Feucht, division engineer, Ft. 
Wayne division, has been appointed super- 
intendent, Wilkes-Barre division, succeed- 
ing Mr. Hursh. 


OPERATING 


A. H. Ryden, who has been appointed 
superintendent of telegraph of the Kansas 
City Southern, with headquarters at Kansas 
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City, Mo., succeeding R. Hooper, de- 
ceased, was born on October 4, 1888, in 
Kansas City, Mo., and entered railway 
service on September 17, 1904 as an office 
boy in the transportation department of 
that railroad. On September 8, 1905, he 
was appointed a clerk in the office of the 
superintendent of telegraph, and on Febru- 
ary 2, 1912, was promoted to chief clerk, 
which position he has held until his pro- 
motion to superintendent of telegraph on 
March 1, 1935. 


D. S. Thomson has been appointed as- 
sistant superintendent of the Smith’s Falls 
division of the Canadian Pacific, with 
headquarters at Smith’s Falls, Ont., suc- 
ceeding W. F. Tully. 


MECHANICAL 


J. P. Kelly, master mechanic of the 
Calgary division of the Canadian Pacific, 
with headquarters at Calgary, Alta., has 
been promoted to master mechanic of the 
Saskatchewan district, with headquarters 
at Moose Jaw, Sask., succeeding E. G. 
Bowie, who has been transferred to the 
British Columbia district with headquar- 
ters at Vancouver, B. C., where he re- 
places H. M. Allan. Mr. Allan has been 
transferred to the Alberta district, with 
headquarters at Calgary, to succeed M. J. 
Scott, who has retired. J. W. McKin- 
non, locomotive foreman at Winnipeg, 
Man., has been promoted to master me- 
chanic at Calgary to succeed Mr. Kelly. 


PURCHASES AND STORES 


F. J. McGuinness, division store 
keeper for the Delaware & Hudson, with 
headquarters at Oneonta, N. Y., has been 
appointed superintendent of stores, with 
headquarters at Colonie, N. Y., succeeding 
F. C. Reardon, deceased. 


OBITUARY 


John F. Brizzie, general auditor of 
the Railway Express Agency at Chatta- 
nooga, Tenn., died suddenly on March 23. 


Horace J. McQuade, former purchas- 
ing agent for the Lehigh Valley, who re- 
tired in 1932, died of a heart ailment on 
March 26 at his home in South Orange, 
N. J. Mr. McQuade was 68 years old. 


George W. Cale, Jr., chief surgeon of 
the St. Louis Southwestern, with head- 
quarters at Texarkana, Tex., died on 
March 24 in a hospital at St. Louis, Mo., 
following an operation a month ago for 
gastric ulcers. 


Frederick I. Plechner, who retired 
about a year ago as purchasing agent of 
the Great Northern, with headquarters at 
St. Paul, Minn., died in that city on March 
22, following a long illness. Mr. Plechner 
was born on February 8, 1871, at Minne- 
apolis, Minn., and entered the service of 
the Great Northern on December 1, 1913. 
Subsequently, he was appointed assistant 
purchasing agent and in 1926 he was fur- 
ther promoted to purchasing agent, holding 
this position until his retirement. 


Annual report advertising begins 
on next left-hand page 
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ANNUAL REPORT OF 


PULLMAN INCORPORATED 


AND ALL SUBSIDIARIES 








CONSOLIDATED BALANCE SHEET 
DecemBer 31, 1934 ‘ 


ASSETS 


Current Assets: 
i. . » = we ws « « &< SRR 
U. S. Government Securities 





(Market value $19,871,592.51) 19,037,436.52 
Accounts and Notes Receivable . ‘ m 6,606,650.49 
Equipment Trust and Other Deferred-Payment 
Car Accounts ene we! 14,054,893.22 
Marketable Securities 
(Market value $2,158,328.17) . 2,360,254.44 
Inventories at Cost 10,686,021.78 $ 69,474,997.08 
InvesTMENT tN AFFILIATED COMPANIES AND OTHER 
Securities aT Cost . i fanaa ee 4,145,659.27 
Sreciat Deposits with Various STATES UNDER 
Compensation Acts . ‘ ‘ ‘i 124,029.26 
Reserve Funp Assets: 
Pension and Insurance Reserve Fund Assets 
(U. S. Government Securities) i 8,026,580.98 
Dererrep Cuarces Appiyinc To Future OPERATION 
OF THE PROPERTIES =) Ge ae eles 557,557.52 
EquipMENT AND Property: 
Balance, December 31, 1933 $356,881,295.70 
Additions during Year . 7,243,497.37 
$364,124,793.07 
Less: 
Retirements during Year 2,103,172.16 $362,021,620.91 
Depuct 
Depreciation Reserves: 
Balance, December 31, 1933 $165,138,576.46 
Additions during Year __11,993,240.27 
$177,131,816.73 
Less: Charges on Account 
of Retirements during 
; ee 1,219,122.66 —175,912,694.07 » 186,108,926.84 
$268,437,750.95 


LIABILITIES 


Current Liasitities: 


Current Accounts Payable and Payrolls . $ 6,559,993.56 
Accrued Taxes, not yet due, including Provision 
for FederalIncome Tax. . . . . 3,952,524.32 
RESERVES: 
Pension and Insurance Reserves . « «  $§$ 8,308,862.25 
Reserve for Contingencies . 3,350,000.00 
Other Reserves 2,922,704.89 


Dererrep Crepits AppLyInc To Future 
OPERATION OF THE PROPERTIES 


Capitat Stock 
Putman INCORPORATED 


Authorized . 3,875,000.000 shares, of no par value. 
Unissued. 199.444 shares, held for ex- 


change for 
99.722 out- 
standing 
shares of The 
Pullman Com- 
pany. 





Issued . . 3,874,800.556 shares at stated value 
of $50 per 
share 193,740,027.80 
Reacquired 
(In Treasury) 54,328.000 shares at stated value 
of $50 per 
share 2,716,400.00 


Outstanding 3,820,472.556 shares . $191,023,627.80 


Tue Puttman Company (a subsidiary) 
Outstanding 99.722 shares of $100 par value each 9,972.20 


$191,033,600.00 


SurpLus aS PER STATEMENT FOLLOWING __ 50,893,430.73 


$ 10,512,517.88 


14,581,567.14 


1,416,635.20 


241,927,030.73 





$268,437,750.95 








For Fiscal Year 1934 


To THE STOCKHOLDERS: 


Statements are submitted herewith showing result of operation 
of Pullman, Incorporated, and subsidiaries for the fiscal year 
ended December 31, 1934, and financial condition of your com- 
pany at that date. 

_ The operations of your company and subsidiaries in 1934 
yielded consolidated net earning of $2,957,669.69, or 76 cents per 
share, as compared with net loss of $2,672,864.22 in 1933. Pay- 
ment of dividends at the rate of $3 per share during 1934 ab- 
sorbed all of the year’s earning and necessitated draft of $8,502,- 
811.06 on surplus. a 

* Ok Ok 

The outstanding features of 1934 operations were— 

Restoration of earning power, after a lapse of two years, in 
both the sleeping car and the manufacturing subsidiaries. 

Marked expansion in volume of rail passenger travel pro- 
duced an increase in the gross revenue of the sleeping car busi- 
ness from $39,316,000 to $44,524,000, yielding an earning of 
$597,355.64, as contrasted with loss of $1,220,034.59 in 1932 and 
$564,426.81 in 1933. 

Notwithstanding continued low volume of new car production, 
the manufacturing business with the aid of a good volume of 
air-conditioning work and miscellaneous parts sales earned a 
profit of $1,292,591.41, as contrasted with losses of $4,074,830.03 
in 1932 and of $3,825,077.20 in 1933. 


Sleeping Car Business 


Part of the improvement in the gross revenue from sleeping 
car operation is assigned to the increase of business and tourist 
travel following recovery in general business conditions, and 
part to the reduction in the over-all cost of rail passenger travel 
in certain major rate regions. In those regions the removal of 
surcharge on the cost of Pullman accommodations and marked 
lowering of the rail charges for transportation in Pullman cars 
effective December 1, 1933, produced a steady improvement 
throughout 1934 in the occupancy of Pullman cars, as compared 
with 1933. This improvement over 1933 did not obtain in such 
marked degree in those rate regions where the Pullman sur- 
charge was maintained and where there was no general reduction 
in the over-all cost of rail passenger travel. 

The Interstate Commerce Commission is engaged at this time 
in a general investigation of rail passenger rates and arrange- 
ments. From the course of this investigation there is indication 
of possible countrywide elimination of the surcharge on Pullman 
tickets, together with some modification of other components of 
the passenger rates now in effect in certain rate regions. It is 
believed the resultant rate attraction would contribute to a revi- 
val of both Pullman and railroad passenger revenue, by activat- 
ing potential rail travel severely repressed or diverted during 
the depression period. Retention of existing differentials—par- 
ticularly where extreme in amount—between the rail rates 
charged for transportation in Pullman cars and those applied 
in coaches, or the imposition of new charges of this kind in 
regions not heretofore affected, will, of course, tend to offset 
removal of the surcharge and to lessen the use of Pullman ac- 
commodations. 

The reaction of the traveling public to the improved rail 
services available during 1934, particularly in the air-conditioned 
cars, was very favorable and encourages the hope for continued 
traffic improvement in 1935. That year will witness a substan- 
tial expansion in the number of air-conditioned Pullman cars 
in operation, further improvements in equipment and refinements 
in service, the speeding up of train schedules and restoration of 
services suspended during the depression, all of which should 
increase the appeal of the rail-Pullman travel services and 
hasten traffic restoration to more normal volume than in recent 
years, particularly if accompanied by continued improvement in 
general business activity. 

x ok * 

Federal Co-ordinator Eastman has recently transmitted to the 
regional co-ordinating committees of the railroads a survey of 
passenger traffic, prepared by the Section of Transportation 
Service of the Co-ordinator’s organization. The results of this 
survey were submitted by Co-ordinator Eastman, without  spe- 
cific approval of its conclusions. A contentious feature of this 
report is the recommendation by its authors that the railroads 
acquire title to or use of Pullman properties and cease the prac- 
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tice of “farming out” sleeping and parlor car service to The 
Pullman Company. It is the belief of the Pullman management 
that the most important conclusions and recommendations of this 
report with respect to the Pullman services are not supported by 
the statistical evidence collected or by the operating facts, and 
that conditions criticized are not a product of Pullman pool 
operation; that the standards of fairness and efficiency which 
have distinguished the operation of the Pullman pool throughout 
its history make its continuation of economic and traffic ad- 
vantage to the railroads. A thorough analysis of the section of 
this survey having to do with the operation of Pullman cars, is 
being prepared for the information of interested parties. 


‘Manufacturing Business 


Your company’s manufacturing and export subsidiaries shared 
in the meager volume of new-car orders placed during the year, 
and augmented by a substantial volume of air-conditioning work, 
repair operations and sales of miscellaneous parts, there was 
sufficient production in the plants to permit the manufacturing 
business to operate at a profit for the first year since 1930. 

* 


Under the compelling influence of the subnormal level of 
railroad traffic and earning in the last four years, the carriers 
have been forced to curtail their equipment replacement and 
maintenance expenditures to an abnormal degree in order to 
conserve liquid resources. This has led to a marked increase in 
bad order equipment, as well as in the number of obsolete or 
worn-out units on line, and is hastening the extinction of the 
surplus of good order freight cars, which has been reduced by 
more than a half in the last two years and is rapidly dwindling. 
The situation is aggravated by the fact that equipment retire- 
ments have proceeded at about the normal pace during the last 
four years, but replacements have not been sufficient_to main- 
tain the stock of equipment at the starting level in each of these 
years. 

Obsolescence of existing equipment has been accelerated dur- 
ing the past few years by the development of new types of freight 
and passenger cars, with demonstrated possibilities of materially 
reducing operating costs and of contributing to improvement in 
service and efficiency. It is, therefore, obvious that considerable 
modernization of equipment stocks is indicated for the future. 
Railway management is fully cognizant of this situation and will 
undoubtedly embark upon an adequate program of improvement 
when traffic and earning encouragement is present. Financing of 
equipment purchases has been and still is available on very favor- 
able terms by loans from governmental agencies. — ' 

The manufacturing plants have been maintained in good physi- 
cal condition: the Research Division has been actively and effec- 
tively at work on improvement in car design and methods of 
construction, and in furthering the development and use of new 
metal alloys and other new materials for car building; adequate 
organization has been maintained for expansion of operations 
promptly upon appearance of demand for production of new 
equipment. 

Kk Ok Ok 
Additions to Equipment and Property 


During 1934 there were gross additions of $7,243,497.37 to 
Property and Equipment Account, classified as follows: 


Air conditioning apparatus in cars ............e05- $5 423,312.60 
Routine additions and betterments to cars.......... 101,015.51 
44 steel cars rebuilt and revalued................-. 1,232,500.00 
Improvements at laundries, shops, district offices, ete 135,756.77 
Improvements at manufacturing plants ......... .-- 350,912.49 

$7 243,497.37 


Four new Pullman sleeping cars, of aluminum-alloy construc- 
tion, were completed in 1934 for operation in the first new-type 
motorized sleeping car train built in this country, but as that 
train had not been placed in regular revenue service at the year- 
end, these cars have not yet been added to the equipment list 
of the sleeping car subsidiary or included in the above list of 
capital expenditures on new equipment in 1934. During the year, 
49 cars were retired; 44 of these were rebuilt and returned to 
service, leaving a total of 8,473 cars on the equipment list at 
the close of 1934. 

x ok * 

At the close of 1934, there were in service 1,291 air-conditioned 
Pullman cars and there is now under wav a program for equip- 
ment of 2,000 additional Pullman-owned cars to be ready for 
service during the coming summer. With similar progress in 
equipment of railroad-owned passenger train cars, practically all 
of the important passenger trains in the country will soon he 
fully equipped with air-conditioned cars. It is believed that the 
facilities thus afforded for cool, clean, quiet, as well as safe, 
travel will add greatly to the appeal of the rail passenger 
services. 

The engineering, manufacturing and operating staffs are work- 
ing intensively on plans for new types of Pullman sleeping and 
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CONSOLIDATED SURPLUS ACCOUNT 


Year Envep Decemser 31, 1934 


Ba.ance oF Surp.us, as at December 31, 1933* . ; : x -  §$ 59,770,863.06 
Balance from Income Account for Year Ended 
December 31, 1934 : : 


$ 2,957,669.69 


Sundry credit adjustments on business of prior 





years e a 352,245.38 ___3,309,915.07 
$ 63,080,778.13 
Less: 
Adjustment on revalued property units retired 
se. Ss te Oe Se 376,866.65 
Addition to Reserve for Contingencies on 
Securities, Trade Receivables, etc. . . , 350,000.00 
Dividends Declared and paid in 1934 . : 11,460,480.75 12,187,347.40 
Ba.ance oF Surptus, as at December 31, 1934. $ 50,893,430.73 


*For complete historical analysis of Surplus Account from formation of Pullman In- 
corporated as of April 30, 1927 to December 31, 1933, see statement on page 10 of 
1933 Annual Report. 


CONSOLIDATED INCOME ACCOUNT 


_ For tHe Years Envep December 31, 1933 anp 1934 


1933 1934 





Earnincs: 
From sleeping car business of The Pullman Company, 
after deducting all expenses incident to operations $ 8,621,542.35 § 9,808,157.27 
Less: Charges and allowances for Depreciation 9,185,969.16 9,210,801.63 
$ 564,426.81* $ 597,355.64 





From all manufacturing business, Pullman Railroad, 
and other miscellaneous properties, after deducting 
expenses incident tooperations. . . . $ 1,046,937.27* $ 4,075,030.05 


Less: Charges and allowances for Depreciation . 2,778,139.93 _ 2,782,438.64 


$ 3,825,077.20* $ 1,292,591.41 


From Security Investments, etc., less Administra- 





tion Expense of Pullman Incorporated . . $ 1,716,639.79 $ 1,734,629 28 
Total Earnings from All Sources . . . $ 2,672,864.22* $ 3,624,576.33 
Less: Provision for Federal Income Tax... 666,906.64 

Batance carried toSurplus  . . . wl, $ 2,672,864.22* $ 2,957,669.69 





*Figures in italics denote deficit. 











THE PULLMAN COMPANY 


TRAFFIC AND OPERATING STATISTICS 
Comparative STATEMENT For Years Enpep December 31 











rem 1930 1931 32 | ss, | ass 
. | 

CARS OWNED............. 9,860 9,483 9,279 8,478 
CARS OPERATED.......... 8,559 7,402 5,693 4,944 | 2 
CAR MMLEB...........2.... 1,183,668,557 | 1,025,164,501 | 799,484,608 | 710,747,267 | __737,167,857 
REVENUE PASSENGERS: 

DOR. 6s siccdsvsseceseses -J,498,844 14,583,183 10,185,444 9,248,461 10,258,642 

Wisicearcctcs 10,861,342 8.401.738} _ 5,564,063] _4,468,077| _ 4,846,707 

PRR sence ctesesene 29,360,186 22,984,921 | _15,749,507} _13,716,538 15,105,349 





Sa 12,515,414,775 | 9,891,910,222 | 6,757,760,858 | 6,141,986,577 | 6,891,002,293 
REVENUE FROM CARS....|| $ 77,666,074 | $ 63,683,507 














$ 44,196,043 | $ 39,316,239) 8 44,5 
Average per Car.......... $ 9,074.31 | $ 8,603.44 | $ 7,763.50 | $ 7,952.31 | $ 
EXPENSES, 6650500500000 $ 72,729,214 | $ 60,773,171 | $ 45,416,077 | $ 39,880,665 | $ 44,124,174 
Average per Car.......... $ 8,497.40 | $ 8,210.37 | $ 7,977.53 | $ 8,066.48 g 
NET EARNING FROM | 
ESOT $ 4,936,860°, $  2,910,3369| $ 1,220,034*| $ 564,426*| 3 399, 643° 
TRAFFIC AVERAGES: | 
Average Revenue per 
Passenger........... $ 2.65/13 2.77% 2.811% 2.87 | $ 
Average Net Earning per | 
EEE $ 0.17 | $ 0.13 | $ 0.08" $ 0.04" $ ( 
Average Net Earning per 
Car per Day......... $ 1.58 | $ 1.08 | $ 0 ~ % 0.31*| $ 
Average Mileage per Car | 
aS 138,297 138,496 140,438 | 143,760 t 
Average Journey per Pass- 
enger (Miles)... .... 426 430 429 | 448 4 
Average Miles per Car 
SP sass caserses 379 379 384 394 402 
Average Loading per Car } 
(Passengers). ........]} 10.57 9.65 8.45 | 8.64 





*Figures in italics denote loss. 
Alncludes Pullman proportion of expense of operation of air conditioning equipment 
®After provision for Federal Income Tax. 
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parlor cars for use in high-speed trains for overnight and trans- 

continental services. At least three complete trains of that kind, 

including 11 Pullman-owned sleeping cars, will go into operation 

during 1935, and the manufacturing and sleeping car subsidiaries 

of your company are prepared to co-operate with the railroads 

in the development of such new Services and equipment therefor. 
* 


Surplus and Reserves 
* * & 


There have been no charges during the year to the Reserve for 
Contingencies provided in prior years to cover losses on securi- 
ties, trade receivables, balances in closed banks, and other credits. 
Such small losses and gains as were actually realized on items 
settled during the year have been absorbed in the Income Account 
of the year. Conditions are still difficult for domestic railroad 
debtors and for those in foreign exchange-control areas, and 
there has been appropriated out of Surplus the sum of $350,000 
as an addition to the reserve of $3,000,000 previously set up in 
the general Reserve for Contingencies. 


Vol. 98, No. 13 


In years prior to 1934 reserves were set up in both the sleep- 
ing car and manufacturing subsidiaries against the cost of exper- 
imental cars and machinery. During 1934 charges totalling $321,- 
615.93 have been made to write off entirely or reduce to deter- 
— value-in-use the book value of such experimental instal- 
ations. 

In the fiscal year 1934, ‘the subsidiary companies continued 
their regular depreciation charges against earnings, yielding total 
addition of $11,993,240.27 to Reserves for Depreciation. 

* 


General 


Pending restoration of adequate earning power, every effort 
has been made to achieve operating economies, without impair- 
ment of service, deterioration of property, or sacrifice of business 
position. 

x *x * 
Respectfully submitted on behalf of the Board of Directors, 
Davin A. CrawForp, 
March 21, 1935. President. 








A\nnual Report 


Canadian Pacific Railway Company 


FIFTY-FOURTH ANNUAL REPORT 


OF THE 
DrreEctorS OF THE CANADIAN Pactric Rattway Company. 
Year Enpep Decemser 31, 1934. 
To the Shareholders: 
The accounts of the Company for the year ended December 
31, 1934, show the following results :— 


Gross earnings ......... yee eeisias She cbesereseveseesoeces $125,542,954.89 
Working expenses (including pensions and taxes)......... 101,158,931.48 
Wet GREMINGS 200cccscccessccscscecncccscceccccccoccces $24,384,023.41 
SS Se ecKh de ewes aU dadae Chae ebeoneeenemas 6,663,793.02 

$31,047,816.43 
I I CR, oan bcc hove edn aee se ehdeeneweaumnen 24,578,025.55 


Balance transferred to profit and loss and surplus revenue 
DE bwad wan ans essa seine bbetenetssrenbenatneeece $6,469,790.88 


Profit & Loss and Surplus Revenue Account 


Surplus revenue December 31, 1933...........esseeeseee $151,993 ,679.86 
Balance of income for the year ended December 31, 1934.. 6,469,790.88 


$158,463,470.74 
Deduct: 
Provision for depreciation of Ocean and 
4 RRS ess $3,783,660.01 
Loss on lines abandoned, property retirec 
and not replaced, and miscellaneous debits 4,767,089.78 
Provision for losses in_respect of invest- 
ment in lines in the United States con- 
trolled through stock ownership........ 4,000,000.00 
—————_ 12,550,749.79 


Surplus revenue December 31, 1934, as per balance sheet.. $145,912,720.95 


The operations for the year 1934 show an improvement in the 
balance available for transfer to Profit & Loss Surplus Revenue 
Account, the increase being $5,212,630 over the year 1933. 


Railway Operations 
The results of railway operations in 1934 as compared with 
1933 are set out below. The working expenses in both cases in- 
clude pension disbursements, the figures for 1933 having been 
restated for this purpose. 


Increase 


1934 1933 
Gross Earnings. $125,542,954.89 $114,269,688.16 $11,273,266.73 
Working 
Expenses 101,158,931,48 94,846,393.87 6,312,537.61 
(including 
pensions 


and taxes) 
Net Earnings... 





$ 24,384,023.41 $ 19,423,294.29 $ 4,960,729.12 


In 1934 the working expenses, including taxes, amounted to 
80.58% of the gross earnings, as compared with 83. 00% in 1933. 
Excluding taxes, the ratio was 77.34% as against 79.38% in 1933. 

Gross earnings increased $11,273,266, or 9.9%, there being in 
each month, with the exception of June, an improvement over 
the corresponding month of the previous year. The increase in 


passenger earnings was $878,960, or 6.2%, and in freight earnings 
$9,681,060, or 11.3%. There was a general increase in the prin- 
cipal classes of freight traffic, except grain and grain products 
which showed a reduction of $1,965, 220, or 8.1%, from 1933 to 
the lowest level of any year since 1914. 

The working expenses increased $6,312,537, or 6.7%. The 
major part of this increase was in maintenance expenses, which 
were $4,380,832 higher than in 1933. The main locomotive and 
car repair shops were operated an average of approximately 
three more days per month than in 1933. Transportation ex- 
penses increased $1,958,764, but the ratio to gross earnings im- 
proved, being 36.3% as compared with 38.2% in the previous 
year. An improvement took place in the average freight train 
loading from 1,515 tons in 1933 to 1,525 tons in 1934, and in the 
gross ton miles per train hour from 23,849 in 1933 to 24,062 in 
1934. The fuel consumption remained at the same level as in 
1933, viz., 112 Ibs. per 1,000 gross ton miles. 

The percentage of deductions from the basic rates of pay ap- 
plicable to the officers and employees generally, as well as the 
higher percentages applicable to the senior positions and to the 
Directors’ fees and President’s salary, referred to in the last 
Annual Report, were continued throughout the year. 

After careful review of the situation during the later part of 
the year, your Directors approved a revision of the basis of 
deductions, effective January 1, 1935; the deduction in the case of 
officers and employees generally to be 12% until April 30, 1935, 
and thereafter 10%, with the proviso that after July 1, 1935, in 
the case of employees whose wages are subject to agreement, 
thirty days’ notice may be served by the Company or the em- 
ployees of a desire to ‘alter the percentage; for the senior posi- 
tions the deduction is to be 15%; for the Directors and members 
of the Executive Committee 20%; and for the President 35%. 


Special Income 


Special Income was slightly higher than in 1933. Cash divi- 
dends totalling $1,009,500 from The Consolidated Mining and 
Smelting Company of Canada, Limited, are included in the year’s 
accounts. Owing largely to the rise in sterling during the year, 
there was a net charge to Exchange Account of $521,700 as 
against a credit of $432,669 in the previous year. 

Although still affected by the unfavorable world traffic condi- 
tions the net earnings of your Ocean and Coastal Steamships 
increased $496,509. The Company succeeded in obtaining a sub- 
stantial share of the business offering which could be served by 
its Atlantic and Pacific Fleets. In addition to a moderate 1n- 
crease in the regular services, extensive use was made of the 
vessels of the Atlantic Fleet for cruise purposes. The “Empress 
of Britain,” in addition to making twelve round voyages on the 
Atlantic, and a short cruise out of New York, again made a suc- 
cessful voyage around the world. The service afforded by this 
ship has enabled the Company, in the face of most severe com- 
petition, to maintain a position in the shipping world which other- 
wise would not have been possible. The “Empress of France’ 
and the “Metagama” were sold during the year. The “Min- 
nedosa” was not commissioned. Other vessels were laid up for 
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short periods for the usual annual overhaul and repairs. It is 
a source of satisfaction that no serious accident occurred to any 
of your ships during the year. 

There was a further improvement in the net earnings of the 
Communications. Department amounting to $179,174, and in the 
net earnings from Hetels of $449,683. Increased commercial 
and tourist business at your Hotels would seem to indicate that 
the tide has turned in this important branch of the Company's 
activities. The increased net earnings of the year serve to illus- 
trate the improvement that may reasonably be expected as pat- 
ronage returns to more normal levels. 


Profit G Loss and Surplus Revenue Account 


The full annual depreciation requirement of your Ocean and 
Coastal Fleets, amounting to $3,783,660, was appropriated for 
Steamship Replacement. 

In the interests of economy the operation of a total of 119.72 
miles @f second main track on the Algoma District has been dis- 
continued, and the rails and other material have been removed 
for use on other parts of the system. The necessary adjustments 
have been made in the Property Investment Account, resulting, 
after allowing for salvage, in a net charge of $2,736,798 to Profit 
& Loss and Surplus Revenue Account. 

In view of the continued unfavorable results of the operation 
of your controlled lines in the United States, a sum of $4,000,000 
was again appropriated to provide for the possible writing down 
of the investments in these properties in the future. 


Land Surplus Account 


Sales of agricultural lands during the year amounted to 120,355 
acres for $1,334,343, an average of $11.09 per acre, including 
4,554 acres of irrigated land at $43.19 per acre, and the remainder 
at an average of $9.82 per acre. The Company has continued, 
through the extension of special concessions, to share with land 
contract holders the burdens imposed upon them by economic 
conditions. Following a recent survey of Irrigation Areas, 263,- 
744 acres heretofore classed as irrigated lands have been trans- 
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December 31, 1934, was 2,591, distributed by ages as follows: 


OS rn 85 
From 60 to 64 years of age inclusive........ 231 
From 65 to 70 years of age inclusive........ 1,107 
oe ee ee rrr 1,168 

a abaie a caiints haeineiawain es whee 591 


Capital Expenditures 


In anticipation of your confirmation, your Directors authorized 
Capital Appropriations, in addition to those approved at the last 
Annual Meeting, aggregating for the year 1934 $841,741. During 
the year 1934 the retirement of property exceeded the additions 
and betterments, with the result that investment in railway, roll- 
ing stock equipment, lake and river steamers and hotels decreased 
$3,492,380. Approval is requested for capital expenditures during 
the present year of $3,316,921. Particulars of the principal items 
are :— 


Replacement and enlargement of structures in per- 


WANE POR oo scscio io oisxso coo asik odin bie dalere Sateen erarke $ 130,307 
Additions and betterments to stations, freight sheds, 

coaling and watering facilities and engine houses... 146,806 
Ties, tie plates, rail anchors, ballasting, ditching and 

miscellaneous roadway betterments................ 1,799,900 
Replacement of rail in main and branch line tracks 

NADU, CURR IES cs oisiceca dic ers dtacerstes-nevea-ne yee 532,361 
Installation of automatic signals..................... 6,320 
Additional terminal and side track accommodation. ... 50,955 
Additions and betterments to equipment.............. 513,299 
British Columbia Lake and River Steamers.......... 6,000 
Additions and betterments to hotels.................. 38,452 


Ocean and Coastal Steamships...................... 19,972 


Finance 


Of the $12,000,000 Ten Year 5% Collateral Trust Gold Bonds 
which matured April 15, 1934, $11,945,300 were redeemed, and an 








CANADIAN PACIFIC RAILWAY COMPANY 
GENERAL BALANCE SHEET, DECEMBER 31, 1934 


Assets 


Property Investment: : 
Railway, rolling stock equipment, lake 


and river steamers and hotels........ $867 434,589.26 
Ocean and coastal steamships.......... 111,887,174.48 
Acquired securities (cost)............. 184,267,612.77 


$1,163,589,376.51 
Advances to controlled properties and other 


SEE Scie cre cevees tt teriess ae 23,497 429.64 
Investments and Available Resources: 
Municipal securities (cost)............. $6,551.94 
Mortgages collectible and loans and ad- 
SEE Oe DUNN oc go.b's 00 boa ee 0000 3,488,558.69 
Miscellaneous investments (cost)....... 34,125,248.03 
Insurance fund investments .......... 8,245,215.58 
Deferred payments on lands and town- 
POA Cae 46,907,819.72 
Assets in lands and properties......... 46,548,539.30 


139,321,933.26 
Working Assets: 

Material and supplies on hand......... $16,158,263.34 

WINE GIN os 6.56 6.402) 0 8 05 0000 249,227.14 

Agents’ and conductors’ balances....... 4,952,407.12 


ee eS ee eee 510,118.78 
Accounts due from Dominion, Imperial 

and United States Governments...... 611,586.01 
Miscellaneous accounts receivable...... 5,839,210.55 
7 ere ee eee 18,369,030.00 


46,689,842.94 


$1,373,098,582.35 








ferred to non-irrigated, entailing a reduction of $5,937,642 in 
Land Surplus. 
Dividends 


Notwithstanding the improvement in the results of the year’s 
operations, your Directors feel that in view of the necessity, 
under the present unstable financial conditions, of preserving the 
cash position of the Company they would not be justified in de- 
claring any dividend in respect of the year 1934. 


Pensions 


Pension disbursements for the year totalled $1,842,300. These 
were included in the working expenses. During the year 322 em- 
ployees were pensioned. The total number on the pension roll at 


Liabilities 
sr Stock: 
CRMUIETE SUNS 3.5.5 1015-05506 oc vise wiewiowece $335,000,000.00 
Four per cent preference stock........ 137,256,921.12 





; a —————— $472,256,921.12 
Four per cent consolidated debenture stock $495,911,848.74 
Less: Pledged as collateral to bonds and 


WROD Sicwsw cust esmceseGuaeaGs wees 204,500,300.00 


Bonds and notes ..0000-.scersssecsucnes $189,543,000.00 
Less: Securities and cash deposited with 
trustee of 5% equipment trust...... 


291,411,548.74 


5,349,005.81 
tr ——————_ 184,193,994.19 
Twenty year 444% sinking fund secured 

note certificates (1944).............. $30,000,000.00 


Less: Purchased by trustee and cancelled 9,161,300.00 
_ 20,838,700.00 
Current: 
PR MOD 6.0.0 acne csmesivceneees $4,088,764.67 
MN HE o craiays osssis vs calaemereaees 2,402,924.32 
Miscellaneous accounts payable........ 2,208,364.:16 
> 8,700,053.15 
Acermed Teed CUMCRES. 5. o:6:056:cc:ceccccues 1,488,062.26 
Deferred: ; 
Dominion government unemployment re- 
IA cratateteeclen i rein vis oud ae piernciele Ae os ais $2,447 ,222.71 
ea eer ie 318,674.31 
—_ 2,765,897.02 
Reserves: 
For equipment replacement............ $8,244,657.87 
For steamship replacement............. 35,185,167.13 
ee A eae ae 8,245,215.58 
For contingencies and unadjusted bal- 
BIOOS: sin yn.onie0cice.te sein evcesscesionss 9,979,417.07 
ge Serer 12,000,000.00 


: ‘ 73,654,457.65 
Premium on capital stock sold (Less dis- 

count on bonds and notes) 
a IEE ict caa 6 cn enaayersieiaiwaarersie.e'auere' 
Surplus revenue 


67,169,052.46 
104,707,174.81 
145,912,720.95 


ee 





$1,373,098,582.35 


FE. A. LESLIE, 


Comptroller. 
Auditors’ Certificate: 

We have examined the Books and Records of the Canadian Pacific Rail- 
way Company for the year ending December 31, 1934, and having compared 
the above Balance Sheet therewith, we certify’ that in our opinion it is 
properly drawn up so as to show the true financial position of the Com- 
pany at that date, and that the statements of Income and of Profit and Loss 
and Surplus Revenue correctly set forth the result of the year’s operations. 

PRICE, WATERHOUSE & CO., 


Montreal, March 8, 1935. Chartered Accountants (England). 
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amount of $54,700 was deposited with the Trustee to meet the 
outstanding bonds. The collateral to the issue, consisting of $15,- 
000,000 par value Four Per Cent Consolidated. Debenture Stock, 
was released by the Trustee, and was cancelled. 

There were issued and sold during the year $12,000,000 Con- 
vertible Fifteen Year 4% Collateral Trust Bonds, secured by 
pledge of Four Per Cent Consolidated Debenture Stock of the 
par value of $15,000,000, the holders being given the right at any 
time up to and including July 2, 1941, to convert their Bonds into 
shares of the Ordinary Capital Stock of the Company in the 
ratio of four shares of the par value of Twenty-five Dollars each 
to each One Hundred Dollars principal amount of the Bonds. 
The proceeds of this issue were applied towards the repayment 
to Canadian Banks of $12,000,000 on account of the Five Year 
Notes, reducing the amount of such Notes outstanding to $48,- 
000,000. Of the Four Per Cent Consolidated Debenture Stock 
held by the Banks as collateral to the Notes, $19,999,700 par 
value was released and was cancelled. 

Following the downward trend in interest rates on Bank de- 
posits in Canada, the rate of interest on the Company’s Five 
Year-Notes held by Canadian Banks was reduced on November 
1, 1934, by %4 of 1% per annum, making the rate 414% per 
annum. +s 

Loans totalling $2,000,000 were obtained from United States 
Banks on January 2, 1934, on this Company’s short term promis- 
sory notes, secured by $4,200,000 par value Four Per Cent Con- 
solidated Debenture Stock. These loans were repaid during the 
year, and the Debenture Stock was released and was cancelled. 


Minneapolis, St. Paul and Sault Ste. Marie Railway Company 


The territory served by this system was again visited by a 
severe drought, and the movement of agricultural products, its 
principal traffic, was adversely affected. On account of guaran- 
tee obligations, and to protect the Company’s interests in this 
property, $4,895,083 was advanced to the Soo Line during the 
year. 


Co-operation with Canadian National Railway Company 


Pursuant to the provisions of the Canadian National-Canadian 
Pacific Act, 1933, extensive joint studies have been carried out 
by the Company and the Canadian National Railway Company 
for the purpose of effecting economies and providing for more 
remunerative operation. Effective at the beginning of the year 
the terminals at Fredericton, New Brunswick, were consolidated 
and the staffs amalgamated. The pooling of passenger train 
services originally put into effect in April, 1933, was extended 
in March, 1934, to include all the important competitive services 
between Quebec and Montreal, Montreal and Toronto and Ot- 
tawa and Toronto. After extended negotiations an understand- 
ing was reached as to the general principles to be applied in 
arriving at agreements for the elimination of duplicate lines. 
Agreements have been concluded in respect of two of these cases, 
and others are now in course of preparation. 

In an effort to give further effect to the provisions of the Act, 
the two Companies prepared Bills authorizing the amalgamation 
of their Express and Telegraph services. These Bills failed to 
secure the approval of Parliament, but negotiations have been 
continued in the hope that some means may be found of over- 
coming the difficulties in the way of effecting the desired econ- 
omies in connection with these services. 

The total annual joint economy secured by the two Companies 
from the measures put into effect up to the end of 1934 is 
estimated to be $1,220,510. 


Agreements 


Your confirmation and approval will be asked of the following 
agreements made by your Directors during the past year :— 

1. Agreement between your Company and the Canadian Na- 
tional Railway Company, whereby the Canadian National is given 
the right to use that portion of the line of your Company be- 
tween Dorval, Quebec, and Windsor Station, Montreal, in con- 
nection with the operation of the passenger pool trains between 
Montreal and Toronto. 

2. Agreement between your Company and the Canadian Na- 
tional Railway Company, whereby the freight and passenger 
facilities and staffs of both companies at Fredericton, New 
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Brunswick, are amalgamated. All freight traffic is handled by a 
joint staff on the freight facilities of the Canadian National, 
the cost of operation being divided on a tonnage basis; and all 
passenger traffic is handled by a joint staff at your station, each 
company bearing ‘one-half of the cost of operation. 

3. Agreement between your Company. of the first part, the 
Canadian National Railway Company of the second part, and the 
Stanstead, Shefford and Chambly Railroad Company of the third 
part, whereby the Canadian National is to abandon the operation 
of the line of the Stanstead Company between Iberville and 
Farnham in the Province of Quebec, and is to use jointly the 
line of your Company between these points, paying such amounts 
and contributing such proportion of the cost of operation and 
maintenance of your line as will result in an equal division of the 
net economy resulting from the abandonment. 

4. Agreement between the Canadian National Railway Com- 
pany of the first part, your Company of the second part, and 
the New Brunswick Railway Company of the third part, where- 
by your Company is to abandon the operation of the line of the 
New Brunswick Company between Cyr Junction and Edmunds- 
ton in the Province of New Brunswick, and is to use jointly the 
line of the Canadian National between these points paying such 
amounts and contributing such proportion of the cost of oper- 
ation and maintenance of the Canadian National line as will 
result in an equal division of the net economy resulting from the 
abandonment. 


Stock Holdings 
The holdings of the Ordinary and Preference Stocks of the 
Company in December, 1934, were distributed as follows :— 


Percentage 
of ordinary 


an 
ORDINARY PREFERENCE preference 





No. of Percentage No.of Percentage stocks 
holders of stock holders of stock combined 
re 30,202 17.26 78 ia 
United Kingdom 
and other British 21,391 52.50 27,653 98.07 65.99 
United States..... 16,603 24.40 34 58 17.35 
Other Countries...- 4,545 5.84 202 1.08 4.43 
72,741 27 967 


Changes in Directorate 


The Directors deeply regret to report the loss by death during 
the year of two members of the Board, Mr. W. J. Blake Wilson, 
of Vancouver, who passed away in June, and Mr. Grant Hall, of 
Montreal, who died in August. 

Mr. Wilson had been a Director of the Company for seven 
years, and Mr. Hall, who had served continuously in official 
positions of progressive importance from the time of the Com- 
pany’s incorporation, had since 1918 been its senior Vice-Presi- 
dent and a member of the Board and of the Executive 
Committee. 

Mr. D’Alton C. Coleman was appointed to succeed the late 
Mr. Hall as Vice-President and as a Director and member’ of the 
Executive Committee, and the vacancy created by Mr. Wilson’s 
decease was filled by the appointment of Mr. Morris W. Wilson, 
President of The Royal Bank of Canada. 


Retiring Directors 


The undermentioned Directors will retire from office at the 
approaching Annual Meeting. They are eligible for re-election :— 


CoLoneL Henry CocksnutTt 
Sir Hersert S. Horr 
Coronet F. S. Meicuen, C.M.G. 
Mr. Rosert C. STANLEY 
Your Directors desire again to express their grateful appre- 
ciation of the unfailing loyalty and devotion to the Company’s 
interests shown by the officers and employees of all classes. 
For the Directors 
E. W. Bratty 
President. 
MontreaAt, March 11, 1935. 
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News (Financial) 
(Continued from page 516) 


presented the financial situation of the 
Canadian National in part as follows: 


The amount required in cash from the Dom- 
inion Treasury for deficit of the Canadian Na- 


tional decreased by $10,500,000 in 1934, as com- 
pared with 1933. Increased earnings, on the one 
hand, and decrease in the charges for exchange 
involved in payment of interest abroad, were the 
main factors in this improvement. Gross earnings 
were greater by $16,400,000, or 11%, and while 
operating expenses were somewhat larger than 
the estimated figures presented in the railway 
budget, the outcome on the whole was slightly 
better than anticipated at the beginning of the 
year. The amount required for deficit, after pay- 
ment of interest due the public, and taken into 


the accounts of the Dominion as an expenditure 
for the year, amounted to $48,400,000, as com- 
pared with $58,900,000 in 1933. While this re- 
duction in the deficit affords a very welcome re- 
lief to the treasury and tax-payer, the deficiency 
which still remains is of such proportions as to 
constitute a most serious drain on our resources. 

Actually the books of the company show a loss 
in 1934 of $89,600,000. This figure can be recon- 
ciled with the amount of our payment by deduct- 
ing $36,000,000 for accrued—but unpaid—interest 
on government advances and $5,200,000 for various 


= Ve oS 
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charges not involving cash outlay on the part 
ot the railway. 

In addition to provision for the deficit, the 
Dominion furnished by way of loan $579,000 for 
capital expenditures and $10,170,000 for retire- 
ment of miscellaneous maturing debt, making a 
total paid on all accounts in respect of the 
operations in the year 1934, of $59,100,000. The 
budget of the railways, as presented to Parlia- 
ment, — for a total amount of $65,200,000. 
It will be seen, therefore, that the net require- 
ments for the year were $6,000,000 less than 
estimated, accounted for mainly by savings in 
capital expenditures. 


FINANCIAL REQUIREMENTS 


Actual Budget Actual 
7 1934 1934 1933 
By Cash: 
Deficit— 
System 
(ex east- 
ern 
lines) $42,589,825 $43,240,298 $52,263,819 
Eastern 
lines 5,818,076 5,600,000 6,691,569 





48,407,901 48,840,298 58,955,388 
Capital ex- 


penditures 578,991 4,202,007 1,958,116 
Debt retire- 
ment 10,170,618 12,185,828 11,269,985 
59,157,510 65,228,133 72,183,489 
Less work- 
ing capital 
WHE Sana «86 eta ees 5,000,000 


Total $59,157,510 $65,228,133 $67,183,489 





By Guarantee: 
1934 Long 
term 
refunding 
(maturities 
$20,573,- 
583) $20,500,000 $20,500,000 





Cuicaco & NortH WeEstTErRN.—A bandon- 
ment.—The Interstate Commerce Com- 
mission has authorized this company to 
abandon a part of a branch line extending 
from What Cheer, Iowa, to the end of the 
line 2.4 miles of Consol—a total of 55 
miles. 


Cuicaco GREAT WESTERN.—Abandon- 
ment and Trackage Rights—The Inter- 
state Commerce Commission has author- 
ized this company to abandon 6.3 miles of 
line between a point 1.3 miles east of 
Horton, Minn., and a point near its freight 
station at Dover, and 7.6 miles of line be- 
tween its freight station at Dover and a 
point 1.7 miles west of its freight station 
at Utica; to operate under trackage rights 
over 17.1 miles of the line of the Chicago 
& North Western between a point near 
Planks and a connection of the two rail- 
ways near Utica; and to construct 2,480 
ft. of connecting tracks. 


CuicaGo GREAT WESTERN. — Protective 
Group.—A protective committee for Chi- 
cago Great Western first mortgage 4 per 
cent bonds due 1959 has been formed with 
H. C. Hagerty, assistant treasurer of the 
Metropolitan Life Insurance Company, as 
chairman. The members of the committee 
are said to represent directly and indirectly 
holders of approximately $5,000,000 of 
these bonds, or in excess of 14 per cent of 
the total amount outstanding. 


Cuicaco Union Station.—-Bonds—An 
issue of $16,000,000 of 4 per cent, Series 
D, bonds due 1963 is being offered by a 
syndicate composed of Kuhn Loeb & Co., 
Lee Higginson Corp., Brown, Harriman 
& Co. Edward B. Smith & Co., Field 
Glore & Co., and the First Boston Corp. 
The bonds are priced at 101, to yield 
3.94 per cent, and are guaranteed by the 
proprietary companies. The proceeds 
will be used, together with. funds derived 
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from the sale of another issue of $2,100,- 
000 of 4 per cent bonds, to call and redeem 
at 110 an issue of $16,000,000 of 6% per 
cent, Series C, bonds due 1963. 


Cuicaco, MILWAUKEE, St. Pau, & Pa- 
ciFIc.—Pledges Equity with R. C. C-—~-The 
Interstate Commerce Commission has au- 
thorized this company to pledge with the 
Railroad Credit Corporation as collateral 
security its equity in $6,000,000 of first 
and refunding mortgage 6 per cent, Series 
A, bonds now pledged with the Reconstruc- 
tion Finance Corporation. 


Du.LutH, Soutn SHore & ATLANTIC.— 
Bonds.—The Interstate Commerce Com- 
mission has authorized the Marquette, 
Houghton & Ontonagon to extend the ma- 
turity date of $1,400,000 of its 6 per cent 
40-year mortgage bonds from April 1, 
1935, to April 1, 1927—the D. S. S.-& A. 
assuming liability for principal and inter- 
est of the bonds so extended. 


LeHIGH VALLEY.—Abandonment.—This 
company has applied to the Interstate 
Commerce Commission for authority to 
abandon 22 miles of-branch line between 
Spencer, N. Y., and Ithaca. 


LenicgH VALLEY.—l. C. C. Loan.—The 
Interstate Commerce Commission has au- 
thorized this company to pledge and re- 
pledge $2,600,000 of Consolidated Real Es- 
tate Company mortgage bonds as collateral 
security for two promissory notes totaling 
$1,100,000 to the Railroad Credit Corpora- 
tion. 


LouisvitteE & Nasuvit_te.—lbandon- 
ment.—The Interstate Commerce Com- 
mission has authorized this company to 
abandon a branch line extending from Hei- 
delberg, Ky., to Ida May, 3 miles. 


MINNEAPOLIS & St. Lovuts.—Abandon- 
ment.——The receivers have applied to the 
Interstate Commerce Commission for au- 
thority to abandon the line between Mar- 
tinsburg, Ja., and Junction Switch, 22.4 
miles. 


MissourtI-KaNnSAsS-TEXAS.—R. F.C. 
Loan——This company has applied to the 
Reconstruction Finance Corporation for a 
loan of $6,000,000 to pay bond interest and 
taxes due in 1935. 


NortH & Soutu.—Abandonment.—The 
Interstate Commerce Commission has au- 
thorized this company and its receiver to 
abandon as to interstate and foreign com- 
merce its entire line extending from IIlIco, 
Wyo., to Salt Creek, 41 miles. 


Norrotk & WeEsTERN.—Bonds.—The di- 
rectors of this company have voted to call 
for redemption on July 1 an issue of $34,- 
668,000 of division first lien and general 
mortgage 4 per cent bonds due 1944. The 
call price is 105. No new securities will 
be issued. The redemption will be effected 
in part from cash and in part from bank 
loans. Payment of the bonds will reduce 
the company’s funded debt to 25 per cent 
of its outstanding capital. After this issue 
is called, the company will have no se- 
curities maturing until 1989. 

New Director—W. J. Jenks, vice-presi- 
dent in charge of operation, has been elect- 
ed a director to succeed R. K. Mellon, 
resigned. 
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PENNSYLVANIA.—Annual ‘ Report. — The 
1934 annual: report for the Pennsylvania 
Railroad Company shows net income, after 
interest and other charges, of $18,815,693, 
a decrease of $465,475 as compared with 
net income in 1933. Selected items from 
the income statement follow: 


Increase or 


decrease 
compared 
Average Mileage 1934 1933 
Operated 10,470.57 40.88 
RaILway OPERATING 
REVENUES $343,668,699 +$18,952,885 


Maintenance of way 30,288,323 +3,917,691 
Maintenance of 

equipment 66,059,375 +3,205,716 
Transportation 22,719,249 49,586,514 


Totat OPERATING 








EXPENSES 248,786,108 22,017,761 
Operating ratio 72.4 42.8 
Net REVENUE FROM 

OPERATIONS 94,882,590 3,064,875 
Railway tax accruals 23,731,426 728,173 
Railway operating é J s 
income 71,015,178 2,352,237 
Hire of equipment—Dr. 8,174,473 1,459,912 
Joint facility rents—Dr. 1,523,689 232,481 
Net Rattway OPERATING : ie 
INCOME 61,317,015 659,843 
Non-operating income 40,013,891 —1,605,708 
Gross INCOME 101,330,906 2,265,551 
Rent for leased roads 51,472,565 442,887 
Interest on funded debt 28,413,477 +145,338 
Totat DepuctTioNs FROM ; = 
Gross INCOME 82,515,213 1,800,075 


Net INCOME $18,815,693 $465,475 


SHEARWOOD.—-1bandonment.—This com- 
pany has applied to the Interstate Com- 
merce Commission for authority to abandon 
its line from Claxton, Ga., to Nevils, 12.34 
miles. 


SouTHERN PaciFic. — Abandonment. - 
The Interstate Commerce Commission has 
authorized this company to abandon a part 
of a branch line extending from Clavicle, 
Calif., to Springville, 2.4 miles. 


Union Paciric.—Abandonment.— The 
Interstate Commerce Commission has au- 
thorized the Oregon-Washington to aban- 
don a part of a branch line extending from 
one mile north of Enaville, Idaho, to 
Pritchard, 20.6 miles. 


WasasH.—Bridge Bonds—The Inter- 
state Commerce Commission has author- 
ized this company and its receivers to as- 
sume liability as guarantors for $2,350,000 
of first mortgage 4 per cent serial bonds of 
the Wabash-St. Charles Bridge Company. 


Average Prices of Stocks and of Bonds 


Last Last 
Mar. 26 week year 


Average price of 20 repre- 
sentative railway stocks.. 28.58 28.71 44.63 
Average price of 20 repre- s, 
sentative railway bends... 71.07 77.77 
Dividends Declared 
Atlantic Coast Line.—Preferred, $2.50, payable 


May 10 to holders of record April 26 

Cleveland, Cincinnati, Chicago & St. Louis.— 
Preferred, $1.25, quarterly, payable April 30 to 
holders of record April .20. 

Elizabeth & Trentom-—$I.00, semi-annually ; 
Preferred, $1.25, semi-annually, both payable April 
1 to holders of record March 20. 

Norfolk & Western.—Adjustment Preferred, 
$1.00, quarterly, payable May 18 to holders of 
record April 30 

Richmond, Fredericksburg & Potomac.—7 = Per 
Cent Guaranteed, $3.50, semi-annually; 6 | Per 
Cent Guaranteed, $3.00, semi-annually, both pay- 
able May 1 to holders of record April 30. 
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This advertisement appears as a matter of record only and is not an offer to sell these bonds. All these 
bonds have been sold by the undersigned and their associates to registered security dealers and others. 


$16,000,000 


Chicago Union Station Company 


First Mortgage 4% Bonds, Series ‘‘D” 
Due July 1, 1963 





Unconditionally guaranteed by endorsement as to both principal and interest jointly and 
severally, by Chicago, Burlington & Quincy Railroad Company, Chicago, Milwaukee, 
St. Paul and Pacific Railroad Company, The Pittsburgh, Cincinnati, Chicago and 
St. Louis Railroad Company and The Pennsylvania Railroad Company. 





All but not any part of Series “D” Bonds may be redeemed at the option of the Company 
on any interest date on and after July 1, 1940 at 105% and 
accrued interest on ninety days’ notice. 





CONTINENTAL ILLINOIS NATIONAL BANK AND TRUST COMPANY 
OF CHICAGO, Trustee. 





The issue and guaranty of the above Bonds and their sale to the undersigned and their associates are 
subject to the approval of the Interstate Commerce Commission and all legal proceedings in 
connection with the issuance and sale thereof to the approval of counsel for the undersigned. 





In the opinion of counsel these Bonds will be legal investments for savings banks in 
New York, if the bill now pending in the New York Legislature similar to the bills 
enacted in 1932, 1933 and 1934 is enacted. The New York law provides that up to 
April 1, 1935, the years 1931, 1932 and 1933 shall be excluded in determining whether 
railroad corporations have complied with the requirements of the Act. The bill now 
pending would extend the period to April 1, 1936, and also exclude the year 1934. 





Copies of the circular dated March 28, 1935, describing these bonds and giving information 
regarding the Company may be obtained from the undersigned on request. 





OFFERING PRICE 101% AND ACCRUED INTEREST TO DATE 
OF DELIVERY, TO YIELD 3.94% TO MATURITY. 





Temporary bonds, exchangeable for definitive bonds when ready for delivery, may be delivered 
in the first instance. The Company has agreed to make application in due 
course to list these bonds on the New York Stock Exchange. 





Kuhn, Loeb & Co. 
Lee Higginson Corporation Brown Harriman & Co. 


Incorporated 


Edward B.Smith & Co. Field, Glore & Co. The First Boston Corporation 


New York, March 29, 1935. 
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She NUT for 
RAILROAD EQUIPMENT 


AND TRACK TODAY 


is toward greater stamina to 

measure up to the demands of 
this new, faster-stepping era in railroad- 
ing. Wheels of wrought steel; connect- 
ing rods, boiler plates, engine bolts of 
alloy steel; heat-treated track bolts—all 
are a part of this transition to higher 

levels of strength and endurance. 

The Bethlehem Hot-Forged Nut brings nuts into 
line with other items. It has rugged strength to 
match that of the stronger, tougher bolts now being 
used. Severe wrenching stresses, the pounding that 
results from the fast operation of heavy equipment, 
don’t bother these nuts. Each is an individual forg- 
ing, with the close-knit, sinewy toughness that forg- 
ing imparts. Splitting, rounding out and mushroom- 
ing are unknown. Wherever you want a nut with 
staying power use the Bethlehem Hot-Forged Nut. 

Our Lebanon, Pa., Plant also makes the well- 
known Bethlehem Heat-Treated Track Bolt and a 
complete line of related products for railways, in- 
cluding: Frog bolts, engine bolts and stay bolts, cor- 
rosion-resisting bolts, track spikes made from new- 
billet steel, rivets and turnbuckles, together with 
all special products to meet railway requirements. 


Bethlehem District Offices are located at Atlanta, Baltimore, Boston, Bridgeport, Buf- 

falo, Chicago, Cincinnati, Cleveland, Dallas, Detroit, Houston, Indianapolis, Kansas 

City, Milwaukee, New York, Philadelphia, Pittsburgh, St. Louis, St. Paul, Washing- 

ton, Wilkes-Barre, York. Pacific Coast Distributor: Pacific Coast Steel Corporation, 

San Francisco, Seattle, Los Angeles, Portland, Honolulu. Export Distributor 
Bethlehem Steel Export Corporation, New York. 





BETHLEHEM STEEL COMPANY 


GENERAL OFFICES: BETHLEHEM, PA, 
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General Specifications 





Gauge of track 3’ 0” 
Cylinders (4) 17” x 22” 
Steam pressure 205 lb. 
Drivers diam. 40” 
Weight on drivers 249,450 Ib. 
Weight, total 288,450 lb. 
Tractive force 55,500 lb. 
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A NEW BALDWIN LOCOMOTIVE 


FOR COLOMBIA 


In February, 1935, Baldwin completed this single- 
expansion, articulated locomotive for the Girardot- 


Tolima-Huila division of the National Railways of 
Colombia. 


This locomotive is Baldwin's answer to one of 
Colombia's most pressing problems: namely, con- 
necting the head-waters of the Magdalena River with 
the Bogota plateau up the 4% % grades and sharp 


curves of a 36” gauge railway. 


The first Baldwin locomotive for service in Colombia 
was shipped from Philadelphia in 1889, to be 
followed by more than 150 additional locomotives 


throughout the years. 


It takes Modern Locomotives fo make money these da ys / 


THE BALDWIN LOCOMOTIVE WORKS 





PHILADELPHIA, PENNA. 








“You wont 
mind this trip 
to Boston—the 

train 1s 


AIR-CONDITIONED’’ 


* 


...and the cool comfort 
of his train, the new 
“FLYING YANKEE,”’ 7s 
provided by ““FREON,’’ 
a safe refrigerant... 


papas 


HE Boston and Maine’s new 

streamline, stainless steel train 
was the first of its type to be placed 
in regular service in the East. For 
complete air-conditioning comfort, 
it was equipped with a mechanical 
system employing “Freon,” a safe 
and ultra-efficient refrigerant. 

In recent years, there has been a 
marked increase in passenger traffic 
on such famous trains as the Capitol 
and National Limited; the 20th Cen- 
tury; the George Washington; and 


KINETIC CHEMICALS, INC., TENTH & MARKET STREETS, WILMINGTON, DELAWARE 


RAILWAY AGE 


many other aristocrats of the rails. 


Travelers have been quick to show 
their preference for these crack 
flyers, which are mechanically air- 
conditioned. 

Today, over 99% of all me- 
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chanically air-conditioned trains use 
“Freon.” Railroads have adopted 
this refrigerant because it is safe, 
non-toxic and non-flammable, and 


assures maximum comfort 
for passengers at all times. 
<> eel 


FREO 


REG. U. S. PAT. OFF. 


Ga e@ refrigerant 








Sc OEE aI 


 .., 
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FORWARD 


ESTINED to revolutionize the economics of weight reduc- 
tion, USS High Tensile Steels are the culmination of the 
most extensive research and engineering, which have 

brought forth such remarkable, high-strength, highly corrosion- 


resistant alloys aa USS COR-TEN and USS 18-8—to mention 
but two of the several grades in the series. 


Safe reductions in dead weight results automatically in lower costs 
of operation. Maintenance costs are controlled by using strong 
materials that resist atmospheric corrosion, impacts, and abrasion. 
Investigate USS High Tensile Steels, and their applications. 





USS High Tensile Steels are supplied in plates, shapes, bars, strip, sheets, rods, wire and wire 
products, pipe and tubular products. Literature and complete information: will be sent upon request. 


The atmospheric corrosion re- 
sistance of U S S COR-TEN is 
based upon ACTUAL TESTS 
extending over a period of years 
inseveral different atmospheres. 
Our statements are based on this 
actual experience, rather than on 
accelerated or laboratory tests. 





Address the Following Manufacturing Companies: 


AMERICAN SHEET AND TIN PLATE COMPANY, Pittsburgh TENNESSEE COAL, IRON & RAILROAD COMPANY, Birmingham 
AMERICAN STEEL & WIRE COMPANY, Chicago COLUMBIA STEEL COMPANY, San Francisco 


CARNEGIE STEEL COMPANY, Pittsburgh ILLINOIS STEEL COMPANY, Chicago 


Pacific Coast Distributors—COLUMBIA STEEL COMPANY, San Francisco. Calif. 


Export Distributors—UNITED STATES STEEL PRODUCTS CO., New York, N. ¥. 






NATIONAL TUBE COMPANY, Pittsburgh 





GSA 
tad siliitried 
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Sound Reasons 


Why Diamond “S” Brake Shoes Pattern 
C-50 Should be Used on Freight Cars 


1—To eliminate one pattern, C-40. 


2—To reduce by 40% the number of freight car brake 
shoes purchased, distributed, applied, and removed. 


3—To reduce by 31% the tonnage of freight car brake 


shoes now being purchased. 


4—To reduce by 834% the railroads’ annual bill for freight 


car brake shoes. 


5—To economize in the labor of handling and applying 
new brake shoes and the. handling of scrapped brake 


shoes. 


THE AMERICAN BRAKE SHOE 
AND FOUNDRY COMPANY 


230 PARK AVE., NEW YORK 
332 SO. MICH. AVE., CHICAGO 

















a 
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POSITIVE 
VALVE 


IDENTIFICATION at all times assured 


For the convenience of Walworth Valve users, we are now supplying all Wal- 


worth Quality Valves with an aluminum marking plate, giving the figure number 


of the valve, the plate being placed directly under the hand wheel nut, as shown 


in photograph. The valve illustrated is the Walworth Fig. 95, with the now 


famous lock-on slip-off disc holder, which was originated and perfected by Wal- 


worth to save time and trouble in changing discs. It also has the union bonnet 


connection recognized by valve users as being the best type of bonnet connection. 


















VALVES 
FITTINGS 
and TOOLS 


Backed by 
91 Years' Service 








WALWORTH 
60 EAST 42nd STREET, NEW YORK 


COMPANY 


















DISTRIBUTORS IN PRINCIPAL 
CITIES THROUGHOUT THE WORLD 
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From every section of the country 
come reports of faster passenger sched- 
ules, and of gratifying public reaction. 
Congratulations! That’s good merchan- 
dising. 

What’s more, railroad men are rec- 
ognizing that the real and lasting 
medicine for operating revenue is to 
couple speed with radical economy in 
operation, without sacrificing safety. 

And that is an unmistakable call for 
equipment made of lighter, structural 
materials. You collect your revenue by 
the passenger, but you pay your oper- 
ating costs by the ton. 

Saving weight with Alcoa Aluminum 
is safe and sound engineering. The basic 
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SPEED WITH ECONOMY AND SAFETY 


A TRIPLE DEMAND FOR THE LIGHT WEIGHT OF ALUMINUM 


metallurgy of Aluminum lends itself 
to the economical formation, by ex- 
trusion, of weight-saving shapes. By 
straightforward combinations of such 
shapes with standard sections and 
plates of Aluminum, great weight re- 
ductions are accomplished without 
sacrificing thickness. 

Nature made Aluminum light. De- 
signing with Aluminum calls for no 
compromise with structural stiffness 
on which continuing safety is based. 

Whatever your interest in this im- 
portant development, our experience 
is at your disposal. ALUMINUM COMPANY 
OF AMERICA, 1878 Gulf Building, Pitts- 
burgh, Pa. 
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SAFE ++ DEPENDABLE *** ECONOMICAL 


Made of heat treated steel especially 
adapted to resist wear and abrasion. 
Will carry the heavy loads of high 
capacity, hish speed locomotive 
tenders with comparative freedom 
from shellouts, brake burns and 
other tread disintegration defects. 
A wheel having sufficient thickness 


of rim metal to permit several wears. 


$e? @& ¢@ 


DAVIS 
HEAVY 
SERVICE 
STEEL 
WHEEL 


AMERICAN STEEL FOUNDRIES 


NEW YORK CHICAGO 


ST.LOUIS 





12 RAILWAY AGE March 30, 1935 





The Burlington Zephyr, during 98,560 miles of continuous travel, has dem- 
onstrated its ability to earn at least $98,000 per year* more than the steam 
equipment which it replaces. ($45,000 in increased revenue, $53,000 saved by 
lower operating expense.) Placed in regular operation November 11, 1934, 


this light-weight train is proving its efficiency and practicability in every way. 


GREATER AVAILABILITY 


On the run between Kansas City and 





LESSON No. 
Omaha, Nebraska—a daily round trip of 














more than 500 miles—the Zephyr replaced, 








not one, but two steam trains which had = * Statistics from a report by Cover- 
aaa dale & Colpitts, Consulting Engi- 


been operating on the same run normally. neers, New York City. On receipt 
of your name and address we 
109 tons doing the work of 809 tons. shall be pleased to send you a copy. 





The fine performance of the Zephyr—a Budd-built, light-weight, high-speed 
train—has proved beyond question one paramount fact: That the Budd sys- 
tem of fabrication—high-tensile, stainless steel, ‘“Shotweld’’—is the only 


proved way to greater profits through increased passenger traffic and lower 





operating costs. 


SPEED WITH SAFETY 


EDW. G. BUDD MANUFACTURING COMPANY 
RAILWAY DIVISION—PHILADELPHIA 
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Dependable 


Batteries 





Cost Least 
per Year! 


Outstanding reliable perform- 
ance is the chief characteristic 
of the Edison Battery. 


No other battery made in this 
country can compare with it 
— because none other is made 
like it. It is the only steel 
battery. 


Railroad service demands de- 
pendability. 


The Edison delivers it. 


Yet when all costs are taken 
into consideration, the Edison 
on a per year basis is by far 
the most economical battery 
your road can use. 


ina e And, authorizing ex- 
penditure for Edison Bat- 
teries means “protection on 
price” for a decade or more 
to come. 


Edison 


storage 


Battery 


Division of Thomas A. Edison, 
Inc., W. Orange, N. J. 
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PROGRESS! 13 years 
before Napoleon met 
defeat at Waterloo, 
chemists discovered that 
acid, in attacking metal, 
set up an electrical cur- 
rent. Morethan100 years 
later, Thomas A. Edison 
invented a new, im- 
proved and alkaline 
storage battery — and 
this alkaline solution 
preserves its steel plates. 


ALKALINE * 
BATTERIES 
PERFORM! 




















FIRE-FIGHTER in Ohio industrial plant powered 
by an Edison Alkaline Battery. No “acid” condi- 
tion in the Edison Battery... lasts longer, costs 
less... powers more industrial trucks than all 
other kinds combined. 


LIGHTHOUSES require storage 
batteries that offer dependability 
to the nth degree. Is it any won- 
der that Edison Nickel-Iron- 
Alkaline Batteries are used. No 
“acid” in them to attack the 
plates. 


ONLY NICKEL-IRON-ALKA- 
LINE BATTERY made in the 
United States is that which bears | === 
the signature of the inventor. The ) ——S 
Edison Battery is a product of > 
Thomas A. Edison, Incorporated, #_...; 
West Orange, N. J. 
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GRIFFIN CHILLED TREAD WHEELS 
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ef j oe or se . “ 





AN ACCURATE CHECK OF WHEELS 
UNDER CARS OF HIGH SPEED EXPRESS 
FREIGHT TRAINS SHOW 98 PER CENT 
EQUIPPED WITH CHILLED TREAD 


WHEELS. 


MAXIMUM SPEEDS FROM 50 TO 60 
MILES PER HOUR EQUAL TO OR IN 
EXCESS OF MOST PASSENGER TRAIN 
OPERATIONS. 


SCHEDULES MAINTAINED. 


WHEEL SERVICE HIGHLY SATISFAC- 
TORY. | 


THE FOOD SUPPLY OF THE NATION IS CARRIED ON CHILLED TREAD WHEELS 


GRIFFIN WHEEL COMPANY 


410 NORTH MICHIGAN AVENUE CHICAGO, ILLINOIS 
Plants 


Chicago Boston Cincinnati Kansas City Denver Los Angele 
Detroit Cleveland St. Paul Council Bluffs Salt Lake City Tacoma 
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General Electric drive powers 
Lackawanna’s 20 Diesels 





24 Hours 
on ' ton of fuel 


.— switching locomotives average 5.75 gallons (42 lb.) of fuel an 
S_/ hour — this, figured at 4¢ a gallon, is only $5.52 for 24 hours of actual service. 
Maintenance is about 60 cents an hour; the availability, 85 per cent. Many of these loco- 
motives actually operate 80 per cent of the calendar hours of a year. 


Such operating results as these have led the Lackawanna to buy four more Diesel- 
electrics. These, now being completed in our Erie Works, make a total of 20 for this 
railroad* — ali of which have General Electric drive. 


Diesel-electric motive power with G-E equipment will reduce operating expense in all 
types of service — main-line passenger and freight locomotives, streamlined trains, con- 
ventional rail motor cars, switchers. Motive-power units of each of these types, using 
General Electric drive, are now in service or under construction. 


*Of Lackawanna’s 20 Diesels, 6 are 600-hp. units as pictured above, 10 others are 


also 600-hp., 2 are 300-hp., and 2 are 300-hp. 3-power units using a Diesel, battery, 
or 3000-volt trolley power source. 


GENERAL ¢ 


250-6 


) ELECTRIC 
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g Sturtevant FANS 


for Pennsylvania‘s 
New Newark Station 


E | NO 





nN OTHER achievement in modern de- 
sign and construction, and another 
ventilating problem successfully solved 
with Sturtevant ventilating equipment. 


Here, 7 Sturtevant Silentvane Fans serve 
in exhaust service, and 2 serve the supply 
system. 2 Sturtevant Air Washers also 
serve in connection with the supply fans, 
spraying the incoming air with 1070 gal- 


lons of water per minute. 


The fans move a total of 218,060 cu. ft. of 
air per minute, 102,360 c.f.m. being fresh 
air supply and the remainder exhaust. One 
of the exhaust fans for the battery room 
is made entirely of monel metal to with- 
stand the corrosive fumes the fan is to 


handle. 


Sturtevant Air Conditioning 
for Railroads 


Over 2500 cars on 19 railroad systems now 
are equipped with Sturtevant Fans and 
Cooling Coils, individually or in com- 
bination, for air conditioning purposes. 





Architects:— McKim, Mead & White. 
Engineers:—Gibbs and Hill, Inc. 

General Contractor:—George A. Fuller Co. 
H. & V. Contractor:—Jaehnig & Peoples, Inc. 


B. F. STURTEVANT COMPANY, Hyde Park, BOSTON, MASS. 


Chicago, Ill., 400 N. Michigan Ave. San Francisco, Cal., 681 Market St. 
Branch Offices in Other Cities 


HEATING, VENTILATING, AIR CONDITIONING, & MECHANICAL DRAFT EQUIPMENT 
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MOIORCOMPRESSORS 


IN THE 


NEWARK IMPROVEMENTS 
oF THE PENNSYLVANIA R. R. 


Gore’ : [NGERSOLL-RAND Motor Compressors provide an economical as 

well as dependable supply of air for the electro-pneumatic inter- 
locking throughout the new Newark Station area, and supply the 
air for the operation of controllers and locks on the 2500 ton, 
3-track lift span bridge over the Passaic River. 










These two 225 cu. ft. I-R two-stage air-cooled. Air Compressors 
with built-in motors, combine such important advantages as sustained 
high efficiency, durability, compactness and accessibility. Aiir- 
cooling makes them immune to damage from freezing weather, and 
two-staging insures more durable trouble-free non-carbonizing valves. 










I-R Motor Compressors can be furnished in sizes of 20 to 50 hp.; 
113 to 310 c.f.m. piston displacement. 





Birmingham Dallas 


Los Angeles Salt Lake City 


Boston Denver Newark San Francisco 
uffalo Detroit = New Orleans Scranton 
Butte Duluth New York Seattle 


Chicago Tulsa Philadelphia St. Louis 
Cleveland EI Paso 1! BROADWAY, NEW YORK CITY Picher Washington 


Knoxville Pittsburgh 121-5 
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ORMICA doors in red and gray refinishing 
stock were used for all of the main exits and entrances of the new Pennsylvania Station at 


Newark, N. J. 


Similar doors were also installed about a year ago in the Pennsylvania Station, New York. They 
are made with a type of Formica sheet that is uniform in color and texture throughout its entire 
thickness, and will therefore maintain its original appearance indefinitely in spite of vigorous wear. 


These doors were made by veneering Formica sheet on wood cores. Steel fireproof doors can 
also be surfaced with Formica for locations where fire regulations require it. 


Many of the new trains are being equipped with Formica blisterproof table tops, window stools 
and other parts. Write for the facts. 


THE FORMICA INSULATION CO. 


4672 SPRING GROVE AVENUE... CINCINNATI, OHIO 


ORMI 


BUILDING 
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| CHILLED CAR WHEELS 
) and the 
ASSOCIATION OF MANUFACTURERS OF CHILLED CAR WHEELS 


Modern equipment and materials are a necessity if 
competition and new economic conditions are to be 


met successfully and profitably. 


Properly designed CHILLED CAR WHEELS will 


fulfill any service condition. 


The Association of Manufacturers of Chilled Car 
Wheels is wholly for keeping the CHILLED CAR 


WHEEL in advance of any service requirement. 








Designed to get the best distribution of metal for 


service and to resist thermal strains, plus experiments 


MEMBERS 


and tests in its own laboratories, the Association of 
Albany Car Wheel Co. 


American Car & Fdry. Co. Manufacturers of Chilled Car Wheels solves any such 
Bass Fdry. & Machine Co. 


Canada Iron Foundries, Ltd. 

pss es i problems as may present. 
Central Car Wheel Co. 
Cleveland Production Co. 
Dominion Wheel & Fdries., Ltd. Our members will be pleased to confer with you and 
Griffin Wheel Co. 

Hannibal Car Wheel & Fdry. Co. 
Lobdell Car Wheel Co. 

Louisville Car Wheel & Ry. Sup. Co. 
Marshall Car Wheel & Fdry. Co. 
Maryland Car Wheel Co. 

Mt. Vernon Car Mfg. Co. 

New York Car Wheel Co. 
Pullman-Standard Car Mfg. Co. 
Ramapo Fdry. ® Wheel Works 
Reading Car Wheel Co. 

Southern Wheel Co. 

Tredegar Iron Works 


solve your wheel problems. 

















ASSOCIATION OF MANUFACTURERS OF CHILLED CAR WHEELS 
3 332 S. MICHIGAN AVE. CHICAGO, ILLINOIS 
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Two-lThirds More 


Locomotive Miles 


in 26 Months: - - 


TIMKEN 
EQUIPPED 


Accurate mileage records kept by the 
Lackawanna Railroad for 26 months show 


MADE IN U.S.A. 





greater availability of Timken-equipped 
locomotives resulting from the elimination 


that 2 completely Timken-equipped locomo- 
tives averaged 66.1°/, greater mileage than 
28 plain bearing locomotives over a service 
period of 26 months. 


All 30 locomotives are of the same type 
—class 4-8-4— and are exactly similar 
in all respects apart from the bearings. 
This remarkable performance proves the 


of out-of-service periods due to bearing 
troubles and replacements, plus the radical 
reduction of lubrication time. 


‘It is the main reason why 18 out of 20 new 


Lackawanna class 4-8-4 completely anti- 
frictionized locomotives built in 1934 went 
on Timken Bearings. Timken service invari- 
ably brings repeat orders. 


TIMKEN ROLLER 


TIMKEN 


BEARING COMPANY, CANTON, OHIO 


wa BEARINGS 











Wdeo 
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General 


Reconditioning 


Adds YEARS- 
The “AB” Brake adds WITALITY 


ITH cars as with men—the value of life is not so much 

measured by the calendar as by the élitiracter: Not how 
long, but how well—that is the chief criterion. ...Cars are re- 
conditioned to give them a new lease on life—to extend their 
years of usefulness. But to enhance that life is more sig- 
nificant . . . . When the rebuilding programme includes installation 
of “AB” Brakes a marked increase in vitality is imparted to 
perpetuated life .... Every car so equipped will propor- 


tionately improve train operation 


WESTINGHOUSE AIR BRAKE CO. 
General Office and Works Wilmerding, Penna. 
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“TIGER” 


STRONG 


ANTI-FRICTIONAL 


ENGINE CASTINGS 





BRONZE 


TOUGH 


EASILY MACHINED 


NATIONAL BEARING METALS CORP. 
ST. LOUIS, MO. 


New York, N. Y. Pittsburgh, Pa. Portsmouth, Va. 
Jersey City, N. J. Meadville. Pa St. Paul, Minn. 
3 








GET TOGETHER DEPARTMENT 





SUNBEAM 


EVANSVILLE, 





STURDILY constructed of Rust 


Proof Steel, 





Sunbeam Headlights 


are built for permanent dependabil- 
ity. They will resist wear and tear 
longer than the locomotive to which 
they are applied. Available in 12 


inch and 14-inch sizes, with 
flectors, Sunbearn Headhght 
fow-cost lighting service, 

they need never be replaced 









glass re- 
s afford 
because 











Write for complete catalog 


ELECTRIC (ae. 


INDIANA, U.S, 
































EDUCATIONAL POSITION OPEN 
T HE, Railway Educational Bu-| SALARIED POSITIONS $2,500 


distinctive education service for 
Supervisors and other employees. 
Write for FREE Special Bulletin. 








FOR SALE 








GAS ELEC.—Comb. Pass. Bag. & 
Mail—2 cars All-steel, modern, 
built 1926. 
BAGGAGE CARS — ONE or 
MORE, 60 ft. wood body, steel 
underframe, 4-wheel steel trucks. 
Quick delivery. 
OFFICE CAR—71 ft. 
equipped. Very 
gain. 

Iron & Steel Products, 

Railway Exchange 
Chicago, Ill. 


. 10 people, 
serviceable—bar- 


Inc. 








FOR SALE 


MONITOR TYPE (All Steel) 
Shop Bldg. 445’ x 730’ (new— 
unused—unerected). units ea. 
89’ 0” wd. 25’ 0” to Crane Rail 

0” to bottom of trusses. 
4100 tons. Drawings available. 
Can be shipped from seaboard. 
Call, write or wire! Iron and Steel 
Products, Inc., Railway Exchange, 
Chicago, Tll. 














Your classified advertise- 
ment should appear 
in this section 





to $25,000—This thoroughly or- 
ganized advertising service of 25 
years’ recognized standing and rep- 
utation carries on preliminary ne- 
gotiations for positions of the cali- 
ber indicated, through a procedure 
individualized to each client’s per- 
sonal requirements. Several weeks 
are required to negotiate, and each 
individual must finance the mod- 
erate cost of his own campaign. 
Retaining fee protected by a re- 
fund provision as stipulated in our 
agreement. Identity is covered 
and, if employed, present posi- 
tion protected. If you have actu- 
ally earned over $2,500, send only 
name and address for details. 


R. W. BIXBY, Inc. 
102 Delward Bldg., Buffalo, N. Y. 








POSITION OPEN 


ANTED: Pacific Coast salaried 
representative industrial and 
railway supply field; mechanical 
training; under 40 years; hard po- 
sition; exceptional man _ required. 


Address Box 910, Railway Age, 105 . 


West Adams Street, Chicago. 








ELMONT R ON 





B PHILADELPHIA 


NEW YORK 





ORKS 
EDDYSTONE 


BELMONT INTERLOCKING CHANNEL FLOOR 


for 


RAILROAD BRIDGES & BUILDINGS 
STRUCTURAL STEEL—RIVETED AND ARC WELDED 


Main Office—Phila., P 


Write for Catalogue 


New York Office—44 Whitehall St. 











EDGEWATER STEEL COMPANY 
PITTSBURGH, PA. 


Details of our products appeared in the following 


issues of Railway Age during 1933, 


1934, 


1935: 


aetiiais ' 4, 25—March xg 1—May 6—June 3, 24—July 
2. 


, 22—Sept. 2 
1934—J ae 6, 27—Feb. 
June 4, 9 36, 


1935—January 5, 26—February a> 


—Oct. 28—Nov. 4—Dec. 
17 Marck —— 7, 21—May 
30—October 13 

16—March 16. 


ovember 3—Dec. 


5, 19— 
1. 











Steam and Eleetrie 
Specialties 


for 


Passenger Car Heating 


GOLD CAR HEATING & LIGHTING CO. 


NEW YORK 





PROFESSIONAL DIRECTORY 





Your name should 

appear before _ 

readers of this 
publication. 





the All Railway 


Structures and Pv 








Robert W. Hunt Company 
ENGINEERS 
tanpection—Seste—Conatiaiies 


uipment, 
aterials 


General Office: 
175 W. pry Boulevard 
HICAGO 


: ad sies 
Offices in all principal citie 
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Just Published 


The Theory of Vibrations 
for Engineers 
By E. B. Cole, M.Sc. 


Lecturer in Mechanical Engineering, 
University of Liverpool 


“Vibration is 
playing hob 
with our pipe.” 


N intermediary treatise paving the way for 
higher study of the subject. Since the intro- 
duction of high speed machinery the occurrence of 
vibration has become an engineering problem of 
special importance. This new English book 
furnishes a knowledge of the fundamental princi- 












“Better get some 





- ples of the theory and the methods employed for Reading Genuine 
eliminating the trouble Puddled Wrought 
CONTENTS Iron Pipe—it stands 

Simple Harmonic Motion—Natural Vibrations—Damped 7 pe 
Vibrations—Forced Vibrations—Elimination of Vibration vibration better 


—Traverse Vibrations of Beams—The Whirling of Shafts 
—Appendix—Wave Motion—Examples—Bibliograph y— 


Index. than any other.” 
1935.; 270 pages, 115 diagrams, 534 x 9 inches, cloth, $4.50. 


Book Department For help with your pipe 
problems, write 


SIMMONS-BOARDMAN 
PUBLISHING CO. READING IRON COMPANY 
30 Church Street, New York PHILADELPHIA 





SCIENCE AND INVENTION HAVE NEVER FOUND A SATISFACTORY SUBSTITUTE FOR GENUINE PUDDLED WROUGHT IRON 





MAGNUS COMPANY 


(INCORPORATED) 








Journal Bearings 


AND 


IN THREE-QUARTERS OF A CENTURY OF 
CONTINUOUS PRODUCTION HAS ESTABLISHED 


| _ARECORD OF PERFORMANCE 





Bronze Engine Castings 

















as [HAT IS UNEQUALLED IN THE HISTORY OF 

vases INSULATED WIRES AND CABLES 

_ 5 <4 ol - 1b of ole) VIN DAL New York Chicago 
ard 
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1007 APPLICATIONS 


Insure 


Maximum 
Economie 














Crosshead Shoes 


ROSSHEAD Shoes made of HUNIT-SPILLER Air 
Furnace GUN IRON greatly reduce wear. Use of this 
uniform wear-resisting material helps tremendously to elimi- 
nate destructive crosshead pounds — to prolong the life of 
vital running-gear parts — and to insure maximum trouble- 


free locomotive operation at minimum up-keep expenditures. 


To obtain the utmost possible economies, equip all of your 


locomotives with HUNT-SPILLER Air Furnace GUN IRON. 


HUNT-SPILLER FG. CORPORATION 


JG. Platt. Pres. & Gen M V.W. Ellet, Vice~P: 


sident, 
= 


e 








Office & Works 
383 Dorchester Ave. South Boston, 27, mane. 
Canadian Representative: Joseph Robb & Co., Ltd., 70 North Bank Rd., Montreal, P. Q. 
Export Agent for Latin America: 
International Rwy. ye Co., 30 Church Street, New York, N. Y. 


HUNT’ SPILLER 
Air Furnace (GUN | RON 





































: Seay 
eee ee 


CIPHERS 


PRINT : 
AUTOMATICALLY. © 


There is no cipher 


a ait 


. 


AP ge 
SS 


key on a Burroughs. 


Two or more keys can be depressed at a 
single stroke. 







INSTANT 
TOTALS 


This Burroughs Adding Machine has many new, improved 


features that make figuring faster, easier, more accurate. 
To take a total, depress the total key. At this single motion 


It eliminates many needless motions. It provides many the machine operates and prints the total. 
operating short-cuts POSSIBLE ONLY on the standard 


visible keyboard. It is also typically Burroughs in work- 
SIMPLE b i 


SUBTRACTION Me = 
- ee 


ep 


manship, quality and long life. For a demonstration or 


descriptive folder, call or write the local Burroughs office. 


BURROUGHS ADDING MACHINE COMPANY 


DETROIT, MICHIGAN To subtract, touch the ‘minus bar. To add, touch the “plus” 
bar. Subtraction is as fast as addition. 


Accounting, Billing and Calculating Machines 
Typewriters ¢ Cash Registers * Posture Chairs « Supplies _ 







~~ 











